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The ‘‘Cudworth” Fire-Box. 





This form of fire-box has been extensively used or the South- 
eastern Railway of England for a number of years past, but we 
believe has never until quite recently been introduced into 
this country. The accompanying engraving is made from a 
drawing furnished us by Mr. Howard Fry, formerly Super- 
visor of Motive Power on the Erie Railway. Before leaving 
that position he commenced the construction of a boiler of 
this plan, but we are not now able to say whether it has yet 
been completed or not, 

Its construction will be apparent from the engraving. The 
grates, as will be seen, are very steeply inclined, so that the 
motion of the engine will cause the coal to move downward 
towards the front of the fire-box as it becomes ignited. The 
raw coal, as shown in the engraving, is fed into the fire-box 
and on the grate at the door A. The coal remains there and 
the heat of the fire-box distils the gas from this fresh coal. 
The gas then passes over the bright fire at the front of the 
grate, and by admitting a sufficient quantity of fresh air 
through the door A the gas is ignited and consumed before 
it enters the tubes. When the coal becomes coked, or when 
the fire is burned away in the front of the grate, the coal at 
the back end either gradually slides forward from the sated 
of the engine, or is pushed forward with a shovel or poker. 
It will be seen that with this arrangement 
it is possible to get along fire-box in the 
crdinary plan of engine, as the rate ex- 
tends over and behind the top of the rear 
axle, I. It thus gives room in the fire-box 
for the coking of the coal without occupy- 
ing too much of the surface of the grate. 

In the boilers used on the Southeastern 
Railway the fire-box was divided by what 
wasjthere called a mid-feather ; that is a 
division formed of two boiler plates three 
of four inches apart, and filled with water. 
The grates were then alternately fired, 
first on one side and then on the other, so 
that while one side hada bright fire the 
ether was fed with raw coal and vice 
versa. 

It will be noticed too that the crown- 
sheet is stayed with stay-bolts instead of 
crown-bars, which are ordinarily used. 
This method has been used heretofore in 
this country, and is, we believe, for many 
reasons preferable to the ordinary plan of 
using. crown-bars. The boiler altogether 
has many excellent features and is worthy 
of mention and trial, which, we hope, it 
will receive on the Erie Railway, and that 
we will be able to report its performance 
before long. 





Captain Tyler’s Conclusions. 


At the close of Captain H. W. Tyler’s »xcellent report to the 
English proprietors of the Erie Railway on that road and its 
connections, he gives the following as his conclusions : 


I have thus depicted, perhaps too much in detail, the con- 
dition and resources of the Erie system, aud of other systema 
in connection with it, in the hope of affording to those who 
are interested the means of arriving ut fair and just conclu- 
sions in regard to them. In passing over these various sys- 
tems I wag accompanied by the executive officers ne eet 4 
attached to them, and I was much impressed by the open, 
candid manner in which I was everywhere received and treat- 
ed. There was no attempt at concealment or withhvlding in- 
formation, but I was treely invited to see everything for my- 
self, and discuss, not merely advantages to be obtained, but 
also difficulties to be encountered and defects to be remedied. 
A task which might otherwise have been difficult and laborious 
was thus rendercd comparatively conr- 

The Erie Railway has, undoubte ‘A great natural advan- 
tages. It possesses the shortest line of communication 
between the lakes at Baffalo and its various termini ex- 
tending for sixty miles along the Hudson River. It has 
completed, and will ultimately be able to utilise, much to 
its advantage, a connection with the Cana ian lines by the In- 
ternational Bridge over the Niagara River at North Buffalo, 
aud it is thus in direct communication by an excellent 
route with Chicago. By the system of the Atlantic & 
Great Western Railway and its connections, it may reach St. 
Louis, Cincinnati, Indianapolis, and Chicago by other reutes; 
and via Newburgh, it will sooner or later carry a fair share o 
the traffic with the New England States, which is even 
more important than the traffic,of New York. It is 
well situeted for obtaining, with improved connections, the 
most important. items of traffic of almost every description, 
and for transporting them in those directions where the great- 
est profits of —- may be obtained. But im order that 
these advantages and resources may be properly developed the 
same important requirements almost always present them- 
selves, from whatever point ot view the question is regarded, 
or whatever description of traffic is considered. «or the eco- 
nomical working of so heavy a traffic a double track on the 
whole of the main line and on some other sections, steel 
Tails, and durable sleepers are necessary, and ‘some 
Improvement in the gradients is desirable. The gauge 
of the line must be changed. To obtain transport, 
and deliver additional traffic of a profitable character, fresh 
extensions and connections are wanted. The terminal ar- 
rangements should be improved to attract the traffic, to han- 
dle it economically, to store it when necessary, and to deliver 
it without undue cost. Grain ships should be loaded at the 
wharves ot Jersey City from a commodioua elevator, as petro- 
leum oil ships are loaded from the oil-yards at Weekawken. 
Tron bridges should be substituted for worden bridges, as the 
latter require renewal, not merely to save the cost of mainten- 
Snee and of watchmen, but to avoid the risk ot loss and delay 
to traffic in the eyent of fire. The establishments of engine- 


houses and machine-shops should be completed with a single 
eye’to economy in maintenance and working. Speculations in 
coal fields and in al! other — should be avoided. Oner- 
ous contracts of all descriptions should be dealt with ac- 
cording to their respective circumstances. No outside rings, 
as feng are called, should be permitted to divert the profits 
from the proprietors. To carry out these various improve- 
ments a liberal expenditure of money is required ; but the 
precise amounts to be expended from time to time can only be 
settied after the most careful deliberation, in view of the pos- 
sibility of raising money, the interest to be paid on it, and the 
advantages to be obtained in each case from its application, 
At the same time, there is, probably, no oth r railway system 
in the world which would better repay such large expenditure, 
if only a really amet management could be anently 
secured, with a stable constituency of proprietors to support it. 
Without some degree of stability the constituency the 
President and directors of the company can hardly be 
expected to feel so much confidence as to their annual re- 
election, or to take so much interest in the continuous im- 
speremont and ultimate well-being of the undertaking as if 
heir positions depended upon the confidence reposed in them 
by more permanent stockholders ; while capitalists are not 

ely to purchase and hold the stock for investment until the 

see good reason to believe that under honest, judicious, an 
independent management the undertaking is likel to improve 
and ultimately torepay them with dividends to expected 
with some degree of regularity. It is, in fine, of great import- 
ance to the well-being of the company that the vicious circle 
of an unstable proprietary dealing in the stock principally for 
speculation on one side of the Atlantic, and a management un~ 
certain of the confidence of the stockholders on the other side 
of the Atlantic, should be put an end to. One obvious means 
of attaining this object is by the organization of a strong com- 
mittee in England, such as would command the confidence of 
the proprietary, to control, among various matters, the ar- 
rangements with regard to 7 fresh capital that might be 
raised ; and, in consultation with the President and directors, 
to decide generally upon the amounts to be expended and the 

— to which they should be applied. 

é more recent, as well as the more remote history of the 








—— beading mag ing P a and be has 4 
grand opportun e him of res’ com: ive pros- 
perity an und ing which, but for its antanel ben ition and 
resources, would long since have been ruined. His difficulties, 
though great, do not ap by any to be insurmount- 
able, and it remains to be seen how he will perform the task. 
It must, in any case, be remembered that the condition of this 
and other American railway systems, as regards earnings and 
profits, has been during the t twelve months not an aver- 
age or a normal condition. ey may fairly be said to have 
been at their worst. The state of depression while I was in 
New York was universal and extraordinary; and the same 
state of feeling or eongaey to be more or less prevalent over the 
whole of the coun A partial recovery only appears, since 
the panic of last autumn, as yet to have been Ustatlished: but 
there can be no reasonable doubt that, sooner or later, com- 
merce and manufactures will revive, traffic will increase, rates 
will improve, and the railway interests, as well as other inter- 
ests in the country, will feel the benefit. I have, in this re- 
port, freely pointed out the defects which exist, as well as the 
resources to be developed. In regard to the former, it is only. 
fair to add that if other American, or even if the best of our 
English railways, were submitted to the same rigid scrutiny, 
there would bea long list of improvements which might be 
advantageously carried out, and of sums of money that might 
be properly expended. There is, to my mind, no cause of 
despair, but much hope for the future, in the case of the Erie 
Railway, if only undue competition be avoided and good man- 
agement be secured. 





we Gontribufions. 


Carrying Sporting Dogs. 








To THe Eprror oF THE RAILROAD GAZETTE : 

There is a subject which I have never seen treated in any 
railroad paper, and which is of some importance to a certain 
class of people, more especially at this season of the year. I 





pepesedings ot the ommer for many years past, has amply 
emonstrated the necessity for some such course. There has 


refer to the transportation ot sporting dogs. A day or two 
since I went a short distance by rail, and as my object was 
shooting I took my dog with me. The 

regular fare was sixteen cents, and I was 

charged for the dog by the baggage-mas- 

ter twenty-five cents, or about one-half 

more. This twenty-five eents went, ro 

doubt, into the pocket of the baggagema:- 

ter, thereby not enriching in any way 

the coffers of the company. 

NowI do not, nor does any sportsman 

I know of, object to paying a fair fixed rate 

for having his dog carried to his destina- 

tion, but we want the rate fixed by a regular 

tariff,and a guarantee given of the safe 

delivery of the animal, which no servant of 

a company has aright to give cr is respon- 

. sible for. In one or two cases I have known 














“ CUDWORTH” FIRE-BOX. 
Desiqned by Mr. Howard Fry for the Hrie Railway, 


not been sufficient direct control uver the ement by 
those who have supplied the funds to be expend And the 
same observation applies with greater or less force to the case 
of other American a tony 4 corapanies whose stocks are largely 
held on this side of the Atlantic, or who seek to obtain frem 
time to time large sums of money from English sources for 
the furtherance of their schemes. It is difficult to imagine 
that confidence which has been so rudely destroyed could oth- 
erwise be restored. The Erie Railway has, by mismanage- 
ment, been brought to the verge of ruin. Without a large 
expenditure it cannot be placed in a satisfactory condition. 
And even with a large expenditure, rigid, honest, fearless and 
economical management is! absolutely necessary to «nable it 
to yield that return which it is capable of —- Much 
must even then depend upon the absence or the degree of 
competition for through traffic. The four trank lines in pos- 
session of the four passes in the Alleghany range have it in 
their power either to pursue a policy of competition, and 
to carry traffic at unreasonably low or non-paying rates. and 
thus to ruin each other; or to carry on their business by mutual 
agreement at rates which will yield them all a fair profit, If 
they pursue in the future the former policy, then, clearly, 
the less money subscribed in England towards the further de- 
velopment of any of their undertakings the better, because no 
calculations of profit can be reliable in the face of an uncer- 
tainty as to whether the rates and fares will ‘be such as will 
yield any profit at all. . If there were, on the other hand, any 
reasonable assurance that they would agree upon minimum 
rates to yield moderate profits oa each class of traffic carried, 
then some basis of calculation would be afforded as to the ad- 
vantages which might be expected from further expenditure. 
‘They appear now to be more in earnest than they have ever 
been before in taking measures for the avoidance of undue 
competition. If they only succeed in carrying into effect the 
measures they have recently devised, they will all quickly and 
permanently feel the benefit of it; but if they cohtinue to en- 

age, as they have too much done in the past, in competition 
‘or traffic carried at little above, or in some cases below, the 
bare cost of conveyance, they ought not ‘to expect that the 
British public, at all events, should further subscribe to afford 
to any of them the means of continuing it. 

Tnere has been for a series of years a tendency to lower 
rates of conveyance, and the rates may probably now be con- 
sidered to have reached the lowest point; but much of the 
produce of the West must be carried, if brought to market at 
all, at moderate cost for long distances. The means of econom- 
ical working are necessary in every case to enable it to be car- 
ried at a reasonable profit; and, in the face of undue eomreti- 
tion, that profit is easily sacrificed. On the Erie Railway, the 
eastward freight was carried from October, 1873, to April, 187 
at an average of 1 6-100c, per ton per mile, and the westwar 





freight for the same period at 1 8-100c, per mile. The differ- 
ence between these figures and 1c. per wile on the amount 
carried would make a difference in the revenue of the Erie | 
Company of no less a sum than $637,989, or, say, £125,000 in | 
the half-year. Anditis thus easy to see—t':e cost being the 

same—how a moderate improvement in rates, added to econo- 

my of org | and maintenance, would materially affect the 

position of the company. 


|special rates for their conveyance. 


valuable dogs completely ruined by a kick 
given for the ostensible purpose of making 
them be quiet. 

Iunderstand one or two Western roads 
have established regular fares for dogs, 
making themselves responsible for their 
safe delivery, and to these roads be many 
thanks. Probably not one road in the 
country is without dog passengers at some 
time or other, and they would be far better 
remunerated by aregular fare than by al- 
lowing the quarters to be swallowed up in 
the pockets of some baggagemaster. On 
one road I have known as many as 25 dogsonatrain at one 
time, Averaging their travel at 50 miles each, at say % cent 
per mile, say $6.25, or about one-fifth that of passengers, 
and they are not any trouble, being able to unload themselves. 

Put it in another light. Dogs being just as much the bag- 
gage of a sportsman as his gun case or satchel, why couldn't 
they be checked as such? It takes large sporting dog to 
weigh seventy-five pounds; add to this say fifteen pounds for 
gun case and ten for satchel, and you have it inside the hun- 
dred pounds usually allowed. 

By publishing this you will oblige 

Many Sportsmen. 

Newank, N. J., November 6. 

[The difficulty about carrying dogs in this country is that 
they are so exceptional a traffic that it does not pay to make 
special provision for them, and without special provision 
for them they are apt tobe a great nuisance. They can 
by no means be compared with personal baggage. The 
dog does not weigh as much as a trunk, but you can put 
four or five other trunks on top of the one on the floor, 
while even two moderate Saratogas on top of a pointer 
would be apt to depreciate his value permanently, and a 
live dog in a baggage car may give more trouble than all 
the trunks put together. Doubtless, every reasonable 
effort should be made for the convenience of sportsmen in 
this matter, and probably not enough attention has been 
paid to the matter, owing to its comparative insignifi- 
cance. Certainly it is very unpleasant, having gone with 
dog and gun hundreds of miles to spend a vacation in 
hunting, to find the animal on which the sport depends 
injured so as to be useless for the time by the carelessness 
or brutality of some train-man. As there has been much 
greater experience in these matters in Europe, we will 
quote some English and French regulations concerning 
the carriage of dogs. 

In England, where the large movement of sportsmen 
makes the carriage of dogs an item of traffic of some im- 
portance, requiring special provisions, the railroads give 
In the London & 
Northwestern's time tables for September we find the 
following : 


“ 


Dogs.—Notice is hereby given that dogs intended to be 


Mr. Je tt has, since I left gent from any station on the railway will not be received 
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RAILROAD EARNINGS, 


OCTOBER, 1874. 











Earnings 
| Mileage. Earnings. per 
| | | | Mile. 
Name of Road. l l { Increase. |Decrease.|Per c. 
| 1874. 1873, | Inc. | Dec. |Per c. 1874. 1873. | } 1874, | 1873. 
pec! am wil nee a TS | wPt 
} | | | | 
Ationtic & Pacific and leased lines......., 138) TYOD een es 61) 75% $539,400 $468,670) $70,780)... seve 15% | $781) #687 
Burli , Cedar Rapids & Minnesota.| 424) 41% ee 2% 142,314 129,999) Te re 9% 336, 313 
Guiieen. samepeente rach os 1,26 | 1,218) 2}... - | 336) 1,607,001 1,875,470) 181,530)......000+ 934 | 1,196) 1,120 
Chicago, Danville & Vincennes.......... 157} 183) 26)... 19 | 81,918 79,009) 2,819|.... .... | 8% | 622) 699 
Cincinnati, Lafayette & Miccesee os —_. AA Boots seltsvaad | 44,651- 36,828) 7,823)... 21%4| 506) 491 
Cleveland, Columbus, Cin. & Ind,.......| 470! 470)..... oF OF, ced 399,445 416,354|......00+- | $16,909) 4 850) 886 
Denver & Bio Grande, ........++++00+- 218! =118)..... ae te) Fae } 85,688 33,950) 1,188) .00cscsves 5% 902) 288 
Lilinois Central, ......se0s-scesereceeee: 1,109 1,109) ....-+| 0002+) eeee 0+ 8 4,007 797,121) oS ere | 0% | 725, 719 
Indianapolis, ingen &W't’n.....| B44 34d. basins vis|eonaces 146,958 152,693|...... | 5,674, 3% | 427) 444 
International & Great Northern......... | 458 962) 76|......| 20 147,797 81,762|  66,035|.......... 80% ; 328) 214 
Kanne Pacific... ..0-csccccserecreveses 761 672 83) 134 | 358, 166 902,510;........--|+ 94,044 8% 471, 684 
Marietta & Cincinnati....... oh Sl. Mibsehasleccacelacces 198,5.8 184,191 14,387)... . 200. % 699, 649 
Michigan Central........... | 812) 787; 26 8% 751,596 677,043, 74,553) F 926; 860 
Missouri, Kansas & Texas.............. leo RR, Re 313,500 870,710|..... ... | 87,210 15% | 899) 472 
Ohio & Mississippi...........+++++ ese oe OP Ee 381,022) 822,592 58,490).....+.04- 18% 969! 821 
St. Louis, Alton & Terre H., Main Line..| 266) 266'......|.... ; 128,747 112,378 Ae 10% | 465) 423 
“ “ « — Branches... Wa)? Wises USEPA * pair 65,892 65,728 10,169)..........| 16% | 928) 785 
St. Louis, Iron Mountain & Southe.n...| 686 666 19|......| 2% 358,776 238,198) 120,578|......+00+ 50% 524| 358 
St. Louis & Southeastern..........-++++ | reg peeeee ae 137,000) 122,568 RAE) . divvecces 11% $88, 351 
Toledo, Peoria & Warsaw......-.+-+++++ 237, 287) | ole 93,985} 118,088) .....+006+ 24,098) 20% 396) 498 
Toledo, Wabash & Western 628! 628 ols 476,127 528,844) ...2000000 53,717 103¢ 757| 842 
West Wisconsin........++++++ evecevecs 197; 197 eles 87,303} 95,567) .... 20006! 8,264) 8% 443, 485 









10,622) 10,398, 285) 61)...: 



































.-| $7,193,910] $6,790,282) $603,894) $200,216)......| $677) $653 
| 403,678 6 ccccccleccces 
































Total imcrease...........-eeeeee- DIZ) ccce coocecieccesscccoce FOTO) «cos cccees 
: — | 
RAILROAD EARNINGS, TEN MONTHS ENDING OCTOBER 31. 
Mileage. Earnings. Earnings per mile. 
Name of Road, _ Increase.| Dec. \Per c. 
| | | 

1874. | 1873. In. | Deol Per c.| 1874. 1873. | 1874, 1873. Inc. Dec|Per c. 
he | chs Nae: Na 
Atlantic & Pacific and leased lines.| 738 a 61; 754| $4,181,449] $4,179,210 $5,666/$5,281/8435).... 8% 
Burlin, Cedar Rapids & Minn.| 424) 346) 78|....| 223| 1,010,638) 955,946 2,884) 2,763) .. \$379| 13% 
Central Pacific. ......sse+eeeee+++| 1,260| 1,218) 42),.../ 93g] 11,824,903) 11,574,276 9,386] 9,608 bvoce| ~ OM 

Cincinnati, Lafayette & Chicago.. 15 5) +secleccel seees 879,780 ,423 5,064) 4,926) 738|....| 17 

Cieveland, Col., Cin, & Indianap..| 470) = 470).--+|++++|.. 9,455,029) 4,161,661 7,361) 8,865)... 11604 17 
linois Central........-++++-: 1,109] 1,109|....|.... 6,493,202] 6,928,594 5,855) 6,248)....| 398) 64 
Indianapolis, Bloomington & W...| 244 ‘329, 22|....|°” 6%] 1,992,739| 1,296,654) "049| 4,097 Gai 0% 
Marietta & Cincinnati............. 284) BBA) +0 ele eee laren 1,710,827| 1,824,781 4 6,425|....| 401} 6% 
Michigan Central..... Dons assess os | 798) 787) 11)....| 134] 6,820,192) 6,270,583 7,920) 7,968]....| 48) 05% 
Missouri, Kansas & Texas....... | 786, 700) 86|....| 1234] 2,618,026) 2,849,690)........ $,331| 4,071|....| 740) 18% 

Ohio & Migsiasippi.............. 993} 893|.---|...-|..0064| 3,026,489) 8,124,504 7,701| 7,950|....| 249| 3 

St. Louis, Alt. & T. H., Main Line| 266) 266) .. |..../......| 1,028,221| 1,168,764 3,865| 4,394/....| 629) 12 

“ “ “ — Branches.. 7 71|..-.) .. |....0.| 460,697) 605,929 6,474| 7,126)... | 652) 9 
St. Louis, Iron Mountain & So....| 536} 429) 107|..../ 96 | 2,266,702! 2,108,668 4,229| 4,916). 686, 13% 

St. Louis & Southeastern... ... 349) 849)... seeeee| 1,068,360| 1,009,908 3,038 3,162). 119| 3 
Toledo, Peoria & Warsaw......... 287|  987).---|eeee sesees| 920,821] 1,056,682 8,883| 4,458 515| 12% 
Toledo, Wabash & Western.... ..| 628) 628 ee seeees| 4,381,475] 4,947,906 6,897| 7,879 782| 12% 
Seti... AGA Aa. ..| 8,768} 6,483 346| 61)... ..| 62,478,158] 64,377,929] $666,793|2,566,564|...... $5,985/$6,410|....|9495| 6% 
Tota) increase or decrease......|...+++|-.00+-| Wee) 3%) Jagiberdlsoeee - seee|1,899,7T1] BI)... . [eeeeeelereeleresleree ne 

| 








without being properly secured and fully addressed. The 
carriage of dogs sent as parcels must in all cases be prepaid. 

‘* Horses and dogs are carried by this company only under 
special agreement, and are received on the terms that the 
owner undertakes all risk, and that the company is not to be 
responsible for ~ damage — conveyance, or in loading 
or unloading, or while the same is in their possession. 

“ iage of Dogs.—Notice is hereby further given, that 
the company are not and not be common carriers of 
dogs, nor will they receive dogs for conveyance, except on 
the terms that they shall not be responsible for any greater 
amount of damages for the loss thereof, or for 2 ereto 
beyond the sum of £2, unless a higher value be declared at 
the time of delivery to the company; and a percentage of 5 

or cums paid upon the excess of value beyond the £2 so 

eclared, 

“Dogs are not suffered to accompany passengers in the 
carriages, but will be conveyed separately and charged for.” 

In the French tariffs also special meution is made of the 
transportation of dogs (ee there is of sucking pigs, squir- 
rels, monkeys, etc.), and from the regulations of the Nor- 
thern VL, entitled ‘‘Dogs,” we translate as 
follows : 


‘The price to be charged for the remy ede peo of dogs in 
assenger trains is fixed at 0.53 cent per head per mile, while 
The charge must not be less than six cents. 

as should be muzzled, whatvver the season may be. 

** No dog is admitted into cars serving for the transportation 
olf passengers ; however, the company will be able to place in 
special cars those passengers who are not willing to be sepa- 
rated from their dogs. 

‘*When dogs (isolated) travel without attendance, the load- 
ing and unloading of these animals shall be effected by the 
care and at the risk and peril of the shipper and the con- 
signee. - 

‘If the ee is not present on the arrival of the train, 
the company be exonerated from all responsibility for ac- 
cidents which may happen to the dogs while unloading, and 
these animals will onthe terms given in Article 26, 

“The ay ow will likewise be exonerated from all re- 

onsibility, e absence of the consignee, for the loss of 
gs which may run away while being unloaded. 

“Shippers of or not accompanied can 
however, if they it, have them carried at the rates and 
on the conditions of the tariff for anmmaLs rN caGES, fixed by 
acticle 87, below.” 


This article 37 says that caged animals will be carried at 
































Double-Lattice, 


Wrought-lron Bridge 
Mass. 


To tue Epiror oF THE RAILROAD GAZETTE: 


Few Western engineers have ever seen or heard of the dou- 
ble-laitice wrought-iron bridge over the Connecticut River at 
Springfield, Mass. A bridge which is so carefully designed in 
regard to economy and durability is well worth taking notes 
upon. The notes found in the following running descriptio, 
are reliable, and will be valuable to engineers for reference. 

The structure was designed by Charles Hilton, 0, E., to re- 
place the old wooden Howe bridge on the Boston & Albany 
Railroad at Springfield. The piers of the old were used for the 
new structure. There are seven equal spans, each span being 
177.15 feet long, making a total length of 1,240 feet. The spans 
being all similar renders it necessary to describe one span 
only. 

The span is composed of three trusses, one central and two 
outside, the object being to carry a double track. The width 
between centers of outside chords is 31 feet 6 inches; height, 
24 feet 3 inches. There are 15 panels, each 11 feet 9% inches 
long; inclination of diagonal to horizontal, 4534 degs. (in- 
tended, probably, for 45 degs.); width of portal, 14 feet; 
height, 18 feet 9 inches from top of rail to crown of arch. 

The skeleton sketch below shows the systems of bracing. 
From a bill of material for one span we find the total weight 
distributed among the several portions of the span as follows: 


at Springfield, 









Lbs. 

COE i iieccvnccdivadeccesccgsceetnevebectletes . -- 140,022.66 
Webs .... +++ 79,872.15 
End-posts 16,000.00 
Stringers. +++ 26,200,600 
Cross-beams.. eee + 26,200.00 
Pier-ends ..... CHO. Vedee ndaedeccns Hboacedeces casdeasae, Rowe 18,921.00 
Total weight of bridge proper..............+..+: +++ 800,715.81 
Mncsotesusnveyececses. «ss 60e0qbecsvenecssucdactoenbebe 14,400.00 
Timber webedace sake soesovencacpeseu CONNOUOD 
Total dead weight.... ........ sessesees eb deonds 364,115.81 


which equals 177.06 tons. This gives almost exactly one ton 
per foot run for the dead load. 

It is worth noting here, that of the 300,715.81 Ibs. weight of 
bridge proper, nearly 4% is found in the chords, 4% in the webs, 





The side figure shows section at 
the center of central truss, where 
the area of top chord is 74.6 sq. in., 
and of lower chord is 65s8q.in. The 
area of top chord (74.6 sq. in.) is 
obtained by three horizontal plates 
30x9-16 in. each, two vertical plates 
12x¥% in. each, and four angle-irons 
8x3x¥4 in. each. The area of lower 
caord (65 sq. in.) is obtained by the 
same number of similar plates, and 
but two angle-irons, 3x3x¥% in. each, 
allowing for rivet holes. From these 
areas at the center, the areas de- 
crease toward the abutments as the 
stress diminishes; and near the 
pier-ends the horizontal chord 
plates are replaced by a system of 
double-lattice bracing—the braces 
being riveted to the outside angle- 
iron—the inside angle having been 
stopped two panel lengths from the 
ends. 

Of the diagonals the struts are 
riveted on the inside and ties on the 
outside of the vertical plates. The 
struts are angle-irons united by 
double lattice bracing. The ties 
are simply angle-iron. The struts 

enorio’ oF LaTTicg 24 ties are firmly riveted togethe" 
BRIDGE. at their intersections. 

The vertical chord-plates are connected by zigzag bracing 

24% in. x % in., at their lower edges. 

All rivets are % inches in diameter, with a pitch of not legs 

than 25% inches. 

The lower sway braces are united to chord-plates and crogs- 

beams by gusset-plates. 

Stringers are 104 inch, rolled I-beam. 

The data for computing the strains in the different members 

are as follows: 


ELLA 
71 TLLLUAALLL LA 
CTT ALLL 








Dead load at each joint........ 0 ecoéeusdewe ate 11.81 tons 
Live load at each joint........seeeeeeee ceeeeees 35.43 tons 
Total dead and live load.... 47,24 tons 
Length of panel...... 0000 6040 dic 0 ees owe - 11.81 feet 
Length of diagonal. ... . 33.85 feet 
Depth of truss......... eves 24.25 feet 
Stress allowed for tension............ +++++10,000 lbs. per sq. in. 
Strées allowed for compression...... .....+ «++. 8,000 lbs, per sq. in. 


Using the above data and following the method given in 
Vose’s new work, the strains in the different members have 
been computed, the areas required to resist these strains 
formed, and tabulated. By referring to the skeleton sketch, 
the following tables will explain themselves : 


TABLE I. 
Diagonals in compression, 


| Area used in Central 


| 
Diagonal, |Strains—Cenvtral Truss.) 


























russ, 
B—xX’ | 106,416 pounds.. 15,2 square inch. 
S sk 94,114 5 13,2 “ 
b—1l4 79,811 w 11.6 “ 
E—13 64,294 sed 9.6 “ 
F—12 49,834 vad 8.8 se 
G—l1 39,908 | 6.8 “ 
H—10 28,824 sd | 6.8 “ 
I—9 17,740 “ | 5.4 “s 
TaBLe I, 
Diagonals in tension, 
Diagonals | Strains—Central truss, | 46@ used in central 
truss. 
x/—14 | 148,388 pounds 15.4 square inch 
138—A 124,152 ee 15.4 bad 
12—B 106,416 es | 10.4 “ 
11—C 70,1144“ ee ° “ 
10—D | 79,811 as 8, “ 
9-E 64,204 6.5 “ 
8—F | 49,884 se 6. “ 
1-—G 89,908 | 4.8 
TABLE 11 
Upper Chord. 
i es ‘Area used 
Panel. |Strains—Central Truss 2 
ee Central Truss 
A—B 99,904 pounds 18 square inches 
B—C 249,760 “ $1.5 = 
Cc—D 884 42,3 “ 
D—E 487,032 “ 54. “ 
E—F 568,204“ €3. ; 
F—G 624,400 “ 72.7 7 
G—H 661,864 « | 74.6 “ 
H—1 674,352“ | 46 * 
{ cata 
TABLE IV. 
Lower Chord. 
4 in Central 
, Panel. | Strains. Aree ares. 
: —— 
14x 53,074 Ibs. 15, square inches 
13—14 206,052 * | 25.25 4s 
12—13 $94,054 “ | 95.2 = 
11—12 437,080 « | 46. ot 
10--11 521,374 “ 52.5 : 
9—10 580,692 « 59.4 E 
8— 9 615,084 “ 62.2 3 
%— 8 624,400 “ 65. 
; —sihisiilen 


The introduction of the ‘‘ compression-tie” x''x’ somewhat 
modifies the courses of the stress in the regular systems, 6° 








the rates and on the conditions of express packeges, ex- 
cept that the charge will be for Fo ag actual weight of 
the iad and packages.—Eprror Ramsoap Ga- 
SEITE. 


1-6 in the stringers and cross-beams, and 1-10 in the pier-ends. 


that the maximum strains in xx’ and x’'x must be obtain 


b- 4 


ies 
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by taking that disposition of loads which produces them, and 
tracing out the results. These results are given below: 











Piece. Maximum Maximum | Area central 

compression, tension, truss. - 
x!'x! 39,000 lbs, 7 . in, 
= ; ee aed 





" SPRINGFIELD, Ill., Oct. 23, 1874. 








—W. Barruzrr, 


Report of the Baltimore & Ohio Railroad. 
This company owns or leases the following lines : 








Main Stem, Baltimore to Wheeling, W. Va........... 
Washington Branch, Relay House to Washington.. > 
Valley Branch, Harper’s Ferry to Harrisonburg... eae 
Washington County Branch, Hagrrstown Junction to Hagers- 








town : gv ssaidetedsssesee sche evaeewe dobece + 2% 
Metropolitan Branch, Point of Rocks to Washington........... 42 
Parkersburg Branch, Grafton to Parkcraburg.........++++ eo. 108% 
Wheeling, Pittsburgh & Baltimore road, Wheeling to Washing- 

tom, PR. .ccccee TITTTT ee ° 
Central Ohio Division, Bellair, O., to Columbus....... .. .... 187 
Lake Erie Division, Newar’, O., to Sandusky. ..... ..e0..++0 «+» 116 


Straitaville Division, Newark, O., to Shawnee. ..........s0.005 
Baltimore, Pittsburgh & Chicago, Chicago Junction, O., to Chi- 
cago, Ill 


COR e ee ee tween reeres POOR HOH Hee eee tetera eeeee 


eoeerecesece severesccccccesceccesees ++ +Mg8T6 
The last line, however, the Baltimore, Pittsburgh & Chicago 
was not completed until after the close of the year. A pect of 
it, 62 miles, from a Junction to Deshler, O., was opened 
for business in December, 1878, anda further section of 24 
miles, from Deshler to Defiance, was opened in June. 

The Valley Branch includes the Winchester & Potomac, 
Winchester & Strasburg and Strasburg & Harrisonburg lines, 
and has been increased since the last report by the 
(in October, 1874) of the last named line, 49 miles long, from 
the Washington City, Virginia Midiand & Great Southern, In 
connection with this branch the company operates under tem- 
porary agreement 26 miles of the Valley Railroad, from Har- 
risonburg to Staunton, which is net includedin the state- 
ments. 

The report of President Garrett for the year ending Septem- 
ber 30, 1874, gives the earnings and expenses of the various 
lines as follows: 


“ 

Earnings. Expenses. Net P.c. of 

Earnings. Exps. 
Main Stem, in- 
cluding the 
Winchester & 
Potomac, Win- 
chester & 
Strasburg, the 
Strasburg & 
Harrisonburg, 
the Washing- 
ton Co., and 
the Metropoli- 
tan Branch 

Kens $11,698,955 55 


Roads $6,675,895 25 $65,018,060 29 57.08 
Washington 


Branch ...... $74,323 31 126,034 36 247,288 96 33.76 
Parkersburg 

Branch....... 802,066 53 942,252 98 * 117.39 
Central Ohio Di- 

vision........ 1,044,356 13 843,049 77 161,306 36 83.94 
Lake Erie Divi- 

BOD. .coccccee 787,168 18 624,066 63 163,101 55 79.28 
Chicago Divi- 

ee ee 64,053 08 36,857 69 27,195 39 57.53 
Wheeling, Pitts- 

burgh & Balti- 

more Railroad 49,888 96 48,547 61 1,341 35 97.31 
Newark, Somer- 

set & Strait- 

ville Railroad. 172,278 68 119,946 37 52,332 31 69.62 





$14,947,090 42 
Deficit on the 
Parkersbu rg 
Branch Rail- 
BOER cccsccce = on008 ° 


$9,416,650 67 $5,670,623 20 62.99 


eee 140,186 45 


, $5,530,439 75 
The gross earnings for the year show: 
A decrease compared with 1873 of....... 


Cdredhvet $746,108 04 
An increase compared with 1872 of 


1,320,413 11 
An increase compared with 1871 Of..........06 ccscceees 2,389,561 00 


An increase compared with 1870 of...........c+sscc5 ces 4,103,719 94 


The net revenue of the Main Stem and branches, inciudin 
the Central Ohio, Lake Erie and Chicago divisions, the Wheel- 
ing, Pittsburgh & Baltimore, and the Newark, Somerset & 
Straiteville railroads is $5,530,439.75. The aggragate working 
expenses of the Maia Stem with all branches and divisions are 
62.99 per cent. of the whole gross revenues, being 1.68 per 
cent, less than the preceding year. 

For the main stem the expenses of working and pooping the 
roads and machinery in repair amounted to $6,675,895.26, bein 
578-100 per cent. upon the earnings, showing a decrease o 
2 64-100 per cent. compared with the previous year. 

The following analytic statement is given in order to furnish 


particulars of the expenses in comparison with the two pre- 
ceding years : 





MAIN STEM. 

Statement of the ore and working expenses for the 
fiscal years 1872, 1873 and 1874, including the Winchester & 
Potomac, Winchester & Strasburg, the Strasburg & Harrison- 


burg, the Washington County and the Metropolitan Branch 
roads, 


1872. 1873. 1874, 
Earnings.......5... $10,654,471 62 $12,262,643 78 $11,693,955 55 


General Expenses. -» $89,617 73 





$104,130 33 $122,742 22 
Losses by Acc:dents, 
Divestats ceocee 63,151 21 63,445 63 55,374 33 
Expenses of trans- 
portation .......... 1,948,247 86 2,380,864 24 2,291,900 77 
Repairs of Railroad.. 1,697,739 10 1,974,408 14 1,540,223 58 
Repairs of water sta- 
ena 51,127 95 65,538 86 34,974 99 
Repairs and construc- 
tion of depots... .. 108,342 22 138,738 36 140,759 75 
Repairs of bridges... 175,203 71 259,953 89 
rs of telegraph 
Ry eee 15,429 22 29,772 67 38,913 13 
Repairs of stationary 
Machinery........ 198 429 68 212,281 78 155,720 12 
Watching Wein cccces 47 961 32 60,412 80 57,654 37 
Watching tunnels... 4,111 80 4,528 00 6,334 25 
Watching bridges.... 12,392 60 14,485 90 23,257 57 
ping water....... 27,175 96 31.350 78 32,951 53 
of locomotives 662,457 26 659,091 63 598,384 30 
Repairs of passenger 
Mite) sesnenoonn 117,598 56 141,641 50 167,391 26 
Repairs of burden cars 433,318 33 598,688 96 542,199 58 
engines and 
Ccsocecccces 103,504 41 191,984 47 131,874 30 
Contingent expenses of 
Machinery dep’t 8,063 85 8,168 37 8,282 45 
COR eesevececcccece 321,836 30 391,139 O01 423,119 16 
Preparing fuel and fill- 
ing tenders......... 41,720 96 57,422 47 58,015 26 
$6,122,399 93 $7,318,047 79 $6,676,895 26 


. | £68,200, reducing the debt $305,888. 





Earnings more than ex- 
PONSEB.........45 +» $4.582,071 69 $4,994,795 99 $5,018,060 29 
Working expenses ... 57,46-100 p c. 59.72-100 p c. 57,8-100 po. 


It is shown that the e in comparison with the fisca- 
year 1873, have decreased 888.23, an.i the working ex 
penses $642,152.53, making a comparative increase in the ne 
fits of $83,264.30. Compared with the fiscal year 1872, the 
nerease of earnings being $1,089,488.98, and o’ wae 
mya $553,495.35, the increase of net profits amounts to i 


Durin ee Jue the sinking fund for the city loan in- 
creased $108,900.60, and now amounts to $1,647,753. Under 
the sinking fand for the sterling loan of 1895, £71,600 of bonds 
have been bought in London, reducing the debt $346,544. In 
the sinking fund for the loan of 1 the sum invested is 


In Jan last £2,000,000 ($10,000,000) 6 per cent. bonds 
running until 1910 were negotiated in London on very satis- 
factory terms. A sinking fund of £18,000 per annum is to be 
aoreen half-yearly to the purchase of these bonds at a price 
not above par. 

The surplus fund of the ae, September 30, 1874, is $32,- 
144,160.15. The entire mo: e indebtedness (including the 
loan made in January last o} 000,000) in currency and ster- 
ling, is $29,061,564.80. It is thus shown that the surplus fund, 
representing capital derived from the net earnings invested 
in its branch and conrecting roads and in the + improve- 
ments that have been continuously construc on the main 


stem, which is not represented by either stock or bonds, ex- 


a the entire mortgage indeb ess of the company $8,082, - 
Semi-annual dividends of five per cent. upon the capital 
stock were pa on the 15th of November, 1873, and on the Ist 
of May, 1874, respectively. 
The liabilities of the company, compared with the statement 
of September 30, 1873, show the following reductions, viz.: 
By payment in advance on account of loan which will 
mature in 1875......... Oo eee OOOO OO rere eerseeresees see $17,000 00 
By payment in advance on 
mature in 1885........0.cerserccsccces 





The liabilities also show the following increase, viz : 
Preferred stock, second series, 6 _ cent. currency..... $95,500 00 
Sterling loan, redeemable in 1910, 22,000,000, at $4.84 

> ER batocchd cascedeenat pvecsonsssacedstctetis GORRARNIGD 


$9,775,500 00 
The profit and loss account shows an increase for the past 
year of $3,111,028.97. 

It will be seen by this account that the surplus fund, which 
represents invested capital derived from net earnings which 
is not represented by stock or bonds, now amounts to $32,144,- 
1 


60.15. 

It is shown by the report of the Transportation Department 
that there has been a large expansion of tonnage of through 
merchandise east and west, viz.: From 640,265 tons in the 
receding year to 752,256 tons; for 1872 this traffic was 557,609 

8, coal for 1871, 435,207 tons; 1,000,778 barrels of flour, and 
9,668,361 bushels of gras were brought to Baltimore during 
the fiscal year, showing an increase of 60,151 barrels of flour 
and 2,157,704 bushels of grain. 

The traffic in live stock exhibits an increase of 1,612 tons 
over 1873, and of 16,641 tons over 1872. 

The coul trade shows an aggregate of 2,209,762 tons, which 
includes 431,134 tons for the company’s supply. The quantity 
transported for the public is 1,778,628 tons, showing a decrease 
compared with 1873 of 241,090 tons, and an increase compared 
with 1872 of 117,369 tons. 

The effects of the financial genie, which commenced in Oc- 
tober, 1878, continued to be felt severely throughout the year. 
The depression in manufacturing industries and the business 
of steamships materially decreased the demand for coal, The 
reduction in the quantity of coal transported caused exclusive- 
ly the decrease in the gross earnings. Notwithstanding the 
general restriction of business throughout the country, ton- 

e in all branches of trade increased, with the exception of 
3 and, although the strong competition for the limited 
business to be obtained caused eight to be transported at un- 
usually low rates, the increased traffic secured by the company 
enabled it, with the exception stated, to maintain its reve- 
nues. 

During the year 669 1ron hopper and gondola cars, of eleven 
tons capacity each, have been added to the equipment for 
this traffic. 

It will be observed that, although the gross revenue was re- 
duced $558,888.23, the careful management of the interests of 
the company, combined with the decline in the cost of mate- 
rials and labor, has produced a result which shows a net gain, 
compared with the ea year, of $83,264 30. 

The earnings of the Washington Branch show a decrease of 
$67,452.23, compared with the er year, and a decrease of 
$107,321.73 compared with 1872. 

The expenditures charged amount t) $126,032.36, being for 
improvements and for repairs of railway depots, wate. stations 
) bridges, and for yee | water. 

During the year 640 tons of steel were substituted for iron 
rails, and 28,055 croas-ties were used. The Road Department 
expenses only are charged to this branch, all others being in- 
cluded in the Main Stem account. Two dividends of 5 per 
cent, each were paidon the Branch stock, 

On the Parkersburg Branch the earnings were $145,662.76 
less than in the previous year, while the expenses increased 
$110,591, showing a comparative net result of $256,253.75 less 
than in 1878. This results mainly from low rates on the 
through freight, which forms the largest part of the business 
of this division, and from the necessity for heavy expenditure 
for repairs, including 2,496 tons of steel rails. 

During the year ,221 new cross ties, 1,798 tons of iron 
and 7,946 tons of steel rails were used for re irs and the con- 
struction of additional tracks on the Main Stem. 

During the year 36 engines, 11 palace and passenger cars, 
and 1,026 cars for general tonnage, were purchased and built 
at the company's works. The cost of this new and additional 
equipment, $1,067,671.40, has been charged to rolling power. 

Be is shown by the particulars furuished in the report of the 
Master of Machinery that the equipment upon the main stem 
and branches consists of 549 locomotives, 318 passenger and 
baggage cars, and 11,869 house, stock and other cers, 

ft will be seen that 7,946 tons o1 steel rails have been used 


94 | during the past a upon the main stem; 514 miles of track 


are now laid with this durable and safe material. Contracts 
have been made for 7,000 tons to be laid during the next year. 

The greatly increased cost of the — of stee) thus 
used in substitution for iron rails has been charged to the re- 
pair account. ; 

The advantage gained by the substitution of steel for iron is 
shown by the decrease in the expenses of the Road Depart- 
ment, 

In anticipation of increased business seven miles of new 
tiack has been laid in the various yards,and on the road 24 
miles of new second, third and fourth tracks have been 
laid. At Locust Point a new elevator with a capacity of 1,500,- 
000 bushels and ample dock room has been built at a cost of 
$717,953.76. 7 

order to secure the completion of the Baltimore Short 
Line, which lessens by 10 miles the distance between Bal:i- 





m re and Cincinnati, the company was obliged to advance the 
whole cost, $1,500,000, It has been necessary to extend 
farther aid to the Marietta & Cincinnati. It is hoped that in- 


creased facilities for business and greater economy in 
operating will enatle that company to increase its net earn- 
ings, and to repay these large advances by the sale of securi- 


ties. 
It has been n to continue to aid the Washington 
City Nee ay Midland & Great Southern and the Pitteburgh, 
hing mn & Baltimore Railroads. The importance of these 
lines to the trade of Baltimore and the business of the Balti- 
more & Ohio system has induced this liberality. It is hoped 
that the ultimate benefits to be derived will justify the course 
of the company. 


THE BALTIMORE, PITTSBURGH & CHICAGO RAILWAY, 


The work upon the extension to Chicago has been prose- 
cuted with cme ym ae and yay s and it is expected 
that the entire road will be opened for traffic in November 


next, 

The object of the construction of this road has been to fur- 
nish for Chicago and the Northwest the most economical 
and an independent line, without division of interest, and 
under one control to Baltimore, as a port to compete with 
New York. It is believed that Baltimore will peeve their 
most advantageous py e for commercial interchanges with 
many cities upon the Atlantic coast, with the West Indies 
and South America, and with 
No cost has therefore been s to make this road 
strictly first-class and effective. It has been sub- 
stantially constructed upon the most direct line and 
with the lowest grades, so as to insure the largest practical 
economies in wor' ing. The road, from the point of divergence 
on the Lake Erie Division (98 miles north of Newark, Ohio,) 
to the southern point of Lake Michigan, yaries but 2.6 miles 
from an air line, From Chicago Junction ‘to Baltimore June- 
em within two miles of the city limits of Chicago, is 260 
miles. 

On this line the total length of tangents is 246 miles, and but 
14 miles of curvature—the latter being not more than one 
degree or a minimum radius of 5,730 feet. 

n the entire line the length of grades ascending west is 83 
miles ; ascending east, 97 miles ; 80 miles being level. 

Ot the ascents, 44 miles are five and less feet per mile; 4 
miles are between five and ten feet per mile ; 32 miles, ten to 
fifteen ; 42 miles, fifteen to twenty; 17 miles, twenty to twen- 
ty-five, and but 11 miles twenty-six feet = mile, 

The total ascent, westward, is 1,034 feet; eastward, 1,273 

feet, All its bridges have been built of iron, and placed upon 
massive and durable masonry, and arranged for double track. 
The rails used have been steel and iron, weighing 64 Ibs. to 
the yard—the iron being chiefly manufactured by the Balti- 
more & Ohio Company at its rolling mill at Oumberland, and 
ot its standard superior oer. Three thousand ties have 
been used to the mile, and the bed of the road haa been 
thor »ughly ballasted with gravel of excellent quality, selected 
at different points upon the line, 
The road has been built without placing any mortgage upon 
it, all payments having been made in cash for labor and mate- 
rials. In consequence of the depression in business and the 
cessation of the const: uction of railways generally, the mate- 
rials needed and labor required were obtained upon such 
satisfactory terms that the work has been constructed at 
an expenditure conspicuously less than the capital represented 
by avy of the lines with whieh it will compete. 

The remarkable physical advantages of this line, compared 
with competing routes, are palpable. 

The line traverses the region which lies between the Lake 
Shore & Michigan Southern Railroad on the north, and the Pitts- 
burgh, Fort Wayne & Chicago on the south. It passes through 
the towns of blic, Tiffin, Bascom, Fostoria, Bairdstown, 
New Baltimore, Deshler, Holgate, Defiance, Hicksville, Au- 
burn, Avilla, Albion, Cromwell’s, Syracuse, Milford, Bremen, 
Walkerton, and Union Mills, It intersects the system of 
north-and-south lines leading to ports upon lakes Erie and 
Michigan, 

At Tiffin it connects with the Cincinnati, Sandusky & Cleve- 
land, and the Mansfield, Coldwater & Lake Michigan railroads; 
at Fostoria with the Lake Erie & Louisville; at Deshler, with 
the Cincinnati, Hamilton & Dayton; at Defiance, with the Ohio 
State Canal and the Toledo, Wabash & Western Railway, 
which penetrates Southern {iinois, and extends into Missouri 
and Kansas, operating in all over 1,200 miles of road, 

In connection with the Tolodo, Wabash & Western Railroad 
at Defiance, the distance from Toledo to Ohicago is 13 miles 
shorter, and in connection with the Cincinnati, Sandusky « 
Cleveland Railroad at Tiffin the distance from Sandusky to 
Chicago is 14 miles less to Chicago than from those cities 
respectively by the Lake Shore & Michigan Southern Railway, 
or any other line now in operation, 

At Defiance the line is 50 miles from the Lake Shore & 
Michigan Southern Railway at Toledo, and 44 miles from the 
Pittsburgh, Fort Wayne & Chicago Railroad at Fort Wayne. 

At Auburn, Indiana, the road connects with the Detroit, 
Eel River & Llinois, and the Fort Wayne, Jackson & Saginaw 
railways, and at Avilla with the Grand Rapids & Indiana Kail- 
road, the two latter extending into the great pineries ot Mich- 
igan. It at Milford connects with the Cincinnati, Wabash & 

ichigan Railroad, at Walkerton with the Indianapolis, Peru 

& Chicago itailroad, extending to Michigan City, The road 
also crosses the Peninsular Railroad, Louisville, New Albany 
& Chicago, the Michigan Central Railway, and the Lake Shore 
& Michigan Southern. 
At Chicago the company has secured, by an agreement with 
the Illinois Central Railroad Company, ample, convenient and 
central grounds for its freight and passenger business, and 
satisfactory access to the great stock and lumber yards, cle- 
vators and packing establist ments, as well as extensive dock 
facilities. 

The expenditures upon the Baltimore, Pittsburgh & Chicago 
Railroad, up to the close of the fiscal year, amounted to $6, 


the ports of Europe, 





357,893.43. 

There continues to be much anxiety for the construction of 
the line between Pittsburgh and Chicago Junction,by which that 
city and the intermediate region would command a great com- 
peting line to Chicago and the Northwest. It is probable that 
at no distant day this valuable link will be constructed, 





The One-Rail System. : 


Acontract has been taken by Messrs. Whittaker & Wood- 
ward to build a railroad on Crew’s Prismoidal one-track system 
from the depot in Austin, Tex., to some quarries near that city. 
It is built by the contractors at their own risk, as an experi- 
ment, and if successful is to be paid for at the rate of $4,000 
per mile. 


Prices of Locomotives in Germany. 


It is stated that the cost, or at any rate the selling price, of 
locomotives has fallen very much in ae during the last 
eighteen months. A freight engine valued in March, 1873, at 
$16,650 (gold) was lately rated at only $12,220. A passenger 
engine was contracted for in March, 187: , at $14,925 (gold) and 
a short time since at $12,410, while a tank engine, built at the 
same time for $9,200 can be duplicated for $7,900. 


The Ehrhardt Oontrolling Apparatus—An Inquiry. 





A correspondent is desirous of learning the address of the 
inventor or manufacturer of khrhardt’s Patent Controlling Ap- 
aratis for weighing locomotives, It was used on the Erie 
Railway at atrial made in June, 1866. Any of our readers 
knowing the addresses or address required will oblige us by 


sending the same to our office, 
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HOSTILITY TO THE. SARATOGA AGREEMENT. 


The combination, or attempt at combination, of the 
trunk railroads which resulted in the appointment of 
boards of commissioners to regulate rates has called out 
more discussion for the past week than for the month or 
more following the time when it was made. This perhaps 


is partly owing to the disagreement between the railroads, 


and the produce merchants with regard to grain deliveries 
in New York, and partly to the visit of the managers of 
the other trunk lines to the President of the Baltimore & 
Ohio, which was telegraphed and written about much as 
if it had been a visit of three emperors to a fourth, and 
indeed was made in something like a public way, with an 
openness not common in any business and as unlike con- 
spiracy as can be imagined. The newspapers have inter- 
viewed railroad men and business men, and presented a 
great variety of opinions, and the Cheap Transportation 
Association has met and resolved, and, like some of the 
merchants, seen in the combination a conspiracy to exact 
exorbitant rates which is likely to have a deplorable effect on 
the commerce of the country. Inall the discussion, how- 
ever, we have seen no objection made to the declared ob- 
jects of the combination—the estahlishment of uniform 
charges and the reduction of the expenses of getting bus- 
iness. There is still a vague fear that a combination of 
tbe trunk lines would have too much power, and that it 
would not improbably inure to the disadvantage of the 
public ; that, in fact, it would put an end to whatever com- 
petition now exists, and enable the companies, should they 
be so disposed, to exact extortionate prices for the services 
which they render. 

Now the proposed powers of the bureau established by 
the Saratoga agreement apply only and of necessity to the 
through traffic of the railroads. When we consider the 
possible effects of a combination one must keep this fact 
in mind. How far, let us see, would a company owning 
all the railroads between New York and Chicago or New 
York and St. Louis control the prices of carrying freight. 
Let us take grain, for instance, concerning which there is 
the most talk now. Suppose by some law which could 
not be violated the price of grain carriage by rail should 
be raised one half, what would be the result? Simply that 
the railroads would carry no through grain. A competi- 
tion more formidable than would arise from twenty rivals 
is created by the lake and canal route. By no possibility 
can the railroads control the prices at which grain will 
move; and their powerlessness in this particular is no 





confined to the season of navigation. The lake and canal 
route is abundantly able to carry, during the months 
when it is open, all the grain moved and unless the rail- 
roads carry at a very slight advance on the actual cost, they 
will get nothing to carry. The highest grain rates ever 
charged, unless it may have been at atime when prices of 
grain were unusually high and the supply on the sea- 
board or in foreign markets unusually small, have 
left but a narrow margin of profit. But the question 
presents itself to the railroad companies in this way : shall 
we carry grain through at a small profit, or shall we carry 
no grain and lose that small profit? They have, indeed, 
during their lamentable contests with each other, some- 
times carried grain without profit, and this doubtless has 
given the impression that rates in reality very reasonable 
are unduly high. Even this is largely the case with all 
through traffic. The water route is ready to take it all 
at rates below the cost of transportation by rail, and this 
most efficient competition keeps down and nearly always 
has kept down profits on through traffic, excep! perhaps 
that of the nature ot express freight, to a minimum. 


With regard to west-bound freight, we believe that rates 
generally are unduly low. They probably do not pay the 
cost of hauling the trains back. This does not of itself prove 
that they are unduly low, for the trains must go back, 
empty or loaded, and if the west-bound freight cannot pay 
the expense of the westward trips, it is perfectly fair that 
the east-bound freight should; just as it would have to pay 
the whole expense of both trips if there was no west-bound 
freight, and just as the anthracite coal hauled from the 
mines to the sea has to pay the whole expense of the trip 
from the sea to the mines, as well as that from the mines 
to'the sea. But-the proper criterion of the rates westward 
when there are four cars hauled for every car load of 
freight is the ability of the freight to bear the charge. 
The companies are justified in taking freight in this direc- 
tion at extraordinarily low rates, a mere fraction of the 
cost, if thereby they gain a traffic which would not exist at a 
higher rate. But avery small proportion of the west-bound 
freights is of this kind. They are mostly very valu- 
able in proportion to their bulk, and even a high rate adds 
but a trifle to their cost. But the railroad companies in 
their insane efforts to get traffic from each other make 
west-bound rates absurdly low. 

All this might seem to be for the benefit of the public, 
but the result of it is that the loss or lack of suffi- 
cient profit from this low-priced traffic is made up, 
when possible, from local traffic or from east-bound traffic 
whose bulk is limited by the rates, and unless the rail- 
roads can find some way to discontinue the excessively low 
rates on traffic which eannot be stimulated by such rates, 
local and other rates must be higher than would otherwise 
be necessary. A combination which promotes regularity 
and uniformity of rates, the reduction of working expen- 
ses (or ‘* fighting ” expenses we might say), and renders it 
unnecessary to saddle one kind of traffic with the cost of 
carrying another is certainly not a public enemy. 


A great deal has been said as to the Baltimore & Ohio or 
the Grand Trunk’s rendering of no account the famous 
“Saratoga agreement,” and sundry agents have tried to 
gain credit for their companies for ‘‘ smashing the slate,” 
as they say. Nov, so far as the refusal of these companies 
to sign the contract is concerned, we never heard that it 
was really expected, though doubtless it was hoped for. 
The announcement made when the agreement was first 
made was that it was believed thet the Baltimore & Ohio 
would adhere to the rates and regulations concerning bus- 
iness which it was desired to establish, as for most of the 
time there is and must necessarily be an agreement 
among all th. trunk lines respecting these mat- 
ters. So far as the maintaining of rates is concerned, 
and also probably the paying of commissions on tickets 
and drawbacks on freights, there must be substantial 
unanimity among the trunk lines to make the movement 
a success; but matters similar to these are agreed upon 
every year and usually more than once a year by these 
lines, the peculiar feature of the Saratoga agreement is 
the method of fixing rates, and, more particularly, ot dis- 
covering and punishing violations of agreements. Now, 
this method may be made very useful even if it does not 
include all the competing lines. If any decline to become 
parties to the contract, they none the less are able (andare 
likely) to make agreements on rates and regulations 
with their competitors. In doing this it will make no dif- 
ference whether they deal with sundry railroad presidents 
and managers, or with two boards of commissioners to 
whom this particular work is deputed. They will not be 
subjected to the regulations by which the combined lines 
will look up and punish violations of their own agree- 
ments by their own agents, and by so much the usefulness 
of the bureaus will be impaired ; but if they can prevent 
the usually disastrous consequences of unauthorized acts 
of the three great trunk lines, they will do a good work. 

It might be thought that railroad agents would always 
strictly obey the rules of their principals, and that no ac- 
tion taken by a railroad company could possibly happen 
except by the deliberate decision of its administration; 
bnt the whole history of ‘‘cutting rates” proves the con- 








trary. The first step is almost always the violation of 
an agreement by a company which meant to keep it. When 
reported, the company gets the information in which it 
puts most confidence from its own agents, who lay the 
blame on another company’s agents, equally trusted by 
their principal. Each believes the other guilty of bad 


faith, reprisals begin, freight is carried for 
less than half the cost, the companies  suf- 
fer and eventually the public, and finally 


a& new agreement has to be made, under which an 
attempt is made to make up for the losses incurred during 
the contest. Now it is hoped that when the through 
traffic is under the supervision of commissioners, each of 
whom is a representative of all the companies and none of 
any particular company, the derelictions of agents will be 
examined and punished with something like judicial fair- 
ness, which will command the respect, confidence and as- 
sent of all parties concerned, whether in the agreement or out 
of it. The thing not to be lost sight of is that this through 
business is and must be for the most part done under 
agreements more or less particular, even though not 
always reached by negotiation (though almost always they 
are). Now the Saratoga agreement simply provides, or 
purposes to provide, an impartial board of representatives 
to conduct and enforce these agreements, so far as they 
can be enforced, and fixes the extent to which their 
regulations may apply and some of the regulations 
which they are to try to enforce. Whether their 
powers are too extensive or not enough so, and 
whether the regulations fixed by the agreement 
are proper or practicable may be a question, 
but there can hardly be any that the bureaus might be so 
managed as to be of very great service to the railroad com- 
panies, and, if the latter are wise, to the public also, which 
usually in the long run makes up at some time or on some 
class of traffic for the excessively low rates which it may 
get at another time and on another class of traffic. 


The anit 8 of Sues 





For October we are able to report the earnings of 
twenty-two different railroads, including four which 
have not usually reported heretofore. The table has a 
favorable look, if we look without thinking ; but when 
we remember that many branches of traffic were almost 
paralyzed during October of last year, a small increase of 
earnings this year does not look encouraging. But an 
increase there is on fifteen of the twenty-two 
roads, and en increase per mile on fourteen. 
The total increase on the 10,622 miles re- 
porting is 6 per cent., and the average increase 
per mile $24, or something less than 4 per cent., so that 
we may properly conclude that traffic was on the aver- 
age more depressed last year in October than this 
year, though the absence of the great northwestern 
wheat roads from the table may lead us to doubt this even. 
Last year they did an unusually heavy business; this year 
the statistics of produce receipts at Chicago and Milwau- 
kee indicate that they have done an unusually light 
business. 

More favorable is the increase in earnings over those 
for the preceding month. October is one of the most pro- 
ductive months, it is true, but so is September; and our 
tables show that of the roads reporting both months six- 
teen show an increase and only five a decrease, and the 
increase is usually quite large—much larger than would be 
accounted for by the one more day in October. The 
average of all roads reporting was $609 in September and 
$677 in October—an increase of 11 per cent. 

In order to be able to compare the earnings with those 
of a year when traffic was not abnormally depressed we 
have prepared an additional table which gives the October 
total earnings and earnings per mile for three years. This 
includes sixteen of the twenty-two roads in our October 
report for 1873 and 1874 and shows the progress of traffic 
very well. These sixteen roads, while showing an average 
increase of $13 or 2 per cent. from Oc‘ober 1873 to 1874, 
show a decrease of $80, or nearly 11 per cent., from Octo- 
ber 1872 to 1874. The total earnings are nearly 4 per cent. 
greater this year however, because of a largely increased 
mileage. This comparison is necessary to any just esti- 
mate of the situation, which is, evidently, one with 
abundant room for improvement. 

For the ten months ending with October, seventeen rail- 
roads report with an aggregate of 8,768 miles this year, 
aguinst 8,483 last. With an incrdase of 3% per cent. iD 
mileage, there was a decrease of 3} per cent. in gross earn- 
ings, amounting to $1,899,771, and the earnings per mile 
fell off $425, or 6§ per cent.—from $6,410 to $5,985. The 
average earnings per month for these seventeen roads were 
thus $641 in 1873 and $599 in 1874; but as these roads are 
not the same as those reporting for October, we cannot 
properly compare these figures with the $653 and $677 
shown to be the average receipts per mile, in October, of 
the twenty-two roads included in our table. 

Hereafter it should always be borne in mind that we are 
comparing with an exceptionally bad year. Bad on the 
averuge, we mean, for some of the grain-carrying roads had 
an unusually heavy traffic throughout last year, which 
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OCTOBER EARNINGS FOR THREE YEARS, 



































Earnings. Farnings per Mule, 
Name of Road. Rial 
1874. 1873. 1872. 1874. 1873. 1872 

Atlantic & Pacific and leased lines...... -.. ssecccesses:++ seeveseevecsoees $ 468,670, $ 607,656) $ 731) $ 587) ¢ 635 
‘Burlington, Cedar Rapids & Minnesota... gbenbes ore cesesepe es osen 142,314 999 126,968 336 313 486 
GONE BE cccccss 2. chaadoccensdobdanttenees, . congeghonadocseeeen 507, 1,375,470 1, 85,567 1,196 1,129, = 1,175 
Chicago, Danville & Vincennes..........-.cseseeeeeees 2 «pla tle sin Gilead 81,91 099 56,169 522 599, 425 
Cleveland, Columbus, Cincinnati & Indianopolis. Wiewdh 10ninen $2 chpeee x 416,354 439,581 850 935 
Re eee = GOR 6: FF “trp cbisiednewedeheestecs 804,097 797,121 881,692 725 719 795 
Indianapolis, Bloomington & bscasemen oononese sake Gitke > >< om, ceetanan bbb 146,958 152 632 137,332 427 444) 648 
Kaneas Pacific.........0.0--000 358,166 392,510 442,822) 471 584! 659 
Missouri, Kansas & Texas il... . ee ee ones 418,500 370,710 399 472 897 
St. Louis, Alton & Terre Haute, Main Line. 123,747 112,378 161,973 465 423 571 
Branches 55,723 928 785 826 

St. Louis. Iron Mountain & ere 06d cscbbbUec seve ceceseesse sb sbeece 358,776 238,198 213,325 524 358 827 
St. Louis & Southeastern. . ese 000 122,568 114,434 388 351, 328 
TORSRO, Wecwle: & WMA s ais os oc tic oie isc hess ECGs vitweds c6¥eee 118,083 115,140 396 498 436 
Toledo, Wabash & Western......... ...esecceeee scores end 475,127 528,84 621,351 757 842 989 
FD i ni-teenins cbecassnady 1 np beavaene eabeeuel 87,303 95,567 53,523 443 485 304 
Roncindst sim > 4hina.0b0.00,5.04 ebb act ubiistaatiandine keane $5,634,628) $5,453,926, $5,433,641 wm $651 $744 








they are almost certain not to have this, ‘Endleod there is 


every prospect that there will be an unusually light grain 
movement this coming winter. Last year this traffic was 
promoted not only by the comparatively high 
prices of wheat. and the great foreign de- 
mand, but by the fact that the trunk lines carried grain 
through at unprofitably low rates. This year the price of 
wheat is so low that very little would be likely to move 
even at last winter's rates, and the through lines seem less 
inclined than then to carry at aloss. While the heavy 
through movement last winter was probably unprofitable 
to the trunk lines, it greatly promoted a profitable traffic 
on many of their connections. 








The Publication of Captain Tyler’s Report. 


There are some circumstances connected with the publi- 
cation of Capt. Tyler’s report on the Erie Railway which 
seem to us worthy of notice, and as giving emphasis to 


great importance to the well-being of the company that the 
vicious circle of an unstable proprietary dealing in the 
stock principally for speculation on one side of the Atlan- 
tic, and a management uncertain of the confidence of the 
stockholders on the other side of the Atlantic, should be 
put an end to.” 

Captain Tyler returned to England last July, before 
the English accountants had completed their examination. 
In a letter dated July 23 he notified the London Banking 
Association, through which he was engaged to go to Amer- 
ica, that he had completed his work, and after consulta- 
tion with the accountants on their arrival would complete 
his report, and make sure that the facts to be contained 
in it should not become public in any way until the party 
to whom the report was to be made should publish it. 
This was quite proper, as it was entirely probable that the 
report, whatever it might be, would affect the price of the 
shares, so that one knowing the nature of the report might 
have used his knowledge to great advantage in 
speculations in the shares. Now Captain Tyler's 
original letter of instructions had directed him 
to confer with the accountants, and intimated that he 
should give a general view of the condition and prospects 
of the property, which would naturally include its finan- 
cial condition; but on presenting his report on the 24th of 
October, some weeks after the accountants’ report was 
published, Captain Tyler writes: ‘‘Onreturning to Eng- 
land, I awaited the return of the accountants, with the in- 
tention of conferring with them, as directed in your letter 
of 12th May, and as I had arranged with them in New York; 
and it was only on finding that their principals preferred 
not to confer with me, but to present their report inde- 
pendently, and on receiving your amended instructions on 
5th October, that I was able to complete the following re- 
port.” 

Now, Captain Tyler’s report is an affirmation of the in- 
trinsic value of the Erie property, and was likely to be 
encouraging to shareholders; the accountants’ report, as 
we know, was sure to have the contrary effect. As there 
was nothing to prevent the publication of both reports at 
once, it looks very much as if the ‘‘proprietary deal- 
ing in the stock chiefly for speculation” had sold 
short for a fall, issued the accountants’ report to knock 
down prices, then bought fora rise and played their other 
card, the encouraging report of Captain Tyler, to drive 
shares up again. We do not know that this was done, of 
course, but it is atrick such as some of the prominent 
Erie stock speculators in London would be very likely to 
play. If so, they failed gloriously, for the accountants’ re- 
port seems to have given Erie so bad a name that it was 
only necessary to name it prominently in order to depress 
the price, and when Captain Tyler’s report was issued, in- 
stead of rising it actually went down a point. 

The truth appears to be that Erie suffers now nearly as 
much from the character of the London proprietors, or 
speculators, who chiefly control it, as it did formerly from 
the management of Gould and Fisk. They seem to have 
not tue least intention of making an income out of the 
road, but only to gamble with the shares and drain a gul- 
lible, speculative public. 








It is this unstable proprictary which has more to do than 
anything else in preventing the road from borrowing the 
money it needs. They have only to keep up their tactics 
fora few years more and their shares will be worth less 
even than the dice with which quite similar little games are 
played; but if only they were sure to remain in the hands 
of these men to the last, we might even rejoice to see the 
grand crash come, 





Captain Tyler’s Report. 





About the time the English accountants were sent to this 
coum ry to examine into the affairs of the Erie Railway Com- 
pany, for the benefit of the English shareholders, Captain 
Henry Whatley Tyler, for many years Chief Railway Inspector 
of the British Board of Trade, and extremely familiar with 
the railroads of the Kingdom, was prevailed upon to come 
here also to report upon the character of the road, its traffic 


|and equipment and management, and to give an opinion as 
that clause in the report which says that ‘‘It is, in fine, of | 


to what might be required to put the road in condition to do 
a larger profit or carry its traffic more economically. He was 
also to report upon the lines leased by the Erie Company. 
Captain Tyler was not wholly unfamiliar with American rail- 
roads before he made this visit of inspection. He spent some 
months in America—chiefly in Canada—a year or two ago, 
and bas been Vice-President of the Grand Trunk Railway 
Company. Doubtless he had acquired a knowledge of the 
technical character of American railroads and rolling stock, 
which was of great importance ; for an English engineer fa- 
miliar only with English railroad construction and practice 
would have been quite unfit to report on a railroad in Amer- 
ica, which, be it better or worse than the English structure, 
is successful or unsuccessful in proportion as it fuffills the 
Amorican ideal of a railroad, having to accommodate Ameri- 
can traffic with its peculiarities and the prejudices of the peo- 
ple who give it, and get it in competition with American rail- 
roads. 

The visit of Captain Tyler was doubtless intended to supply 
to the English proprietors of Erie shares (and to English cap- 
italists from whom they might wish to borrow money tor im- 
proving their property) definite and trustworthy information 
as to the value of the property. Now, the value of a railroad 
may be a different thing from its cost or the exceilence of its 
works and appliances for conducting traffic. The expert in 
railroad construction can ascertain on examination whether 
the work is good as an engineering structure—whether the 
road-bed is solid, well-drained and well-ballasted, the bridges 
and buildings permanent structures and adequate for the 
traffic, the rails of good material and weight, the ties sufficient, 
the rolling stock of good quality and sufficient quantity, etc. 
This is indispensable to a knowledge of the value of a railioad 
property, and is an indication of what it has cost, but not 


necessarily of its value. An expert in the working of railroads. 


might ascertain whether the traffic had been economically 
conducted, or, approximately, at what cost a given amount of 
traffic could be conducted on the road in question. But to 
form an adequate idea of the value of the road to its proprie- 
tors, we must know two other things. One of these is the 
amount of traffic which the road is likely to get; the other, the 
prices which it is likely to get for carrying it. 

In the case of the Erie Railway, the two latter facts are the 
ones most important to the proprietors when considering 
the advisability of an immense expenditure for its farther im- 
provement, and these are precisely the facts concerning which 
neither Captain Tyler nor any other person not intimately 
tamiliar with the trunk line traffic in the United States, its 
sources, past development and apparent tendency, could give 
information. Indeed they are facts which great numbers of 
Americans, including American railroad managers, are con- 
tinually making mistakes about, and if the Erie proprietors 
had given this work to an American railroad man, they would 
have been very fortunate in their choice if he had been able to 
give them conclusive information. 

The report which Captain Tyler prepared was published in 
London on the 24th of last month. It would occupy, printed 
in full, about six pages of our paper in our smallest type, aud 
of itseif makes quite a volume ; but its length is to sme pur- 
pose, for it is really an excellent description of the actual 
condition of the Erie Railway and its connecting lines— 
fuller and more minute than has been published elsewhere, so 
far as we know, and evidently made with conscientious care. 

The report as a whole does great credit to the intelligence 
and industry as well as the conscientiousness of its au‘hor. 
Yo examine personally so great, so complicated and so ex- 
tended a property is a great labor of itself. Only by the efforts 
of the officers of the different roads examined to bring to the 


= = — 


inspector's notice the different things reported on would it 
have been possible to get over it sosoun. But of course all 
possible facilities were granted to Captain Tyler, and the 
officers of the companies most familiar with special depart- 
ments were ready to make all explanations, so that his insnec- 
tion was really conducted with the aid of the greater part of 
the staff of each road. With all this help, however, few men 
could have formed so intelligent an appreciation of the prop- 
erties in question as Captain Tyler has given proof of in this 
report. 

It begins with a historical sketch of the road, which is con- 
cise, clear, and very interesting. It gives much information 
not enough known among American railroad men—scarcely 
known at all, we might say, tothe younger railroad men. Theo 
very first year that the road was open from Jersey City to Dun- 
kirk (1853) its net earnings were 6 per cent. on its cost at that 
time, when, however, it had been more than two years open 
from the Hudson River to Dunkirk. For several years 8 per 
cent. dividends were paid, but the’ panic of 1857 found it so 
involved that it became bankrupt in 1859, since which time its 
history is better known. 


The second division of the report is headed “Geographical 
Position, Competitors and Statistics of Produce.” These are 
matters which coul1 be properly and fully dealt with by only 
o-e intimately familiar not only with the Erie traffic but with 
the traffic of the country, and that for a long series of years. 
Captain Tyler gives briefly a description of the roads crossing 
the Allezhenies to the sea-board, and ef the nature and bulk 
of the western produce which forms their through traffic 
eastward; some statistics of the progress in production of 
certain groups of States which these roads serve, and a brief 
comparison of the characters and lengths of the different 
routes. 

“The Erie,” says Captain Tyler, ‘‘ occupies a position second 
only in many respects to the New York Central,” which indi- 
cates, we think, that he does not sufficiently appreciate the 
advantages of the Pennsylvania Railroad. 


Under “ Traffic Resources and Facilities” attention is given 
to the growth of population along the line of the Erie, to 
the attractions to travellers for pleasure, and to the actual 
bulk of travel on the Erie and the trunk lines on each side. 
A double track and steel rails throughout, a change of gauge, 
and a connection with New England railroads by way of New- 
burgh would, the report says, increase the traffic. Doubtless 
a good and short New England connection would be of great 
advantage for this traflic, and a change of gauge a slight one ; 
but the New York Central’s greater bulk of traffic is due more 
to its unequalled position for New England traffic and to the 
numerous large towns on its lines than to anything else. Im- 
provements of the Erie may make it cheaper to conduct its 
passenger traffic (it is to be hoped so; for by the last report 
passenger expenses excecded p ger receipts); but they 
will not be likely to increase the number of passengers much, 
and it is lardly possible for the Erie to make itself a Nuw 
England connection by way of Newburgh. The way to make 
passenger traffic profitable on the Erie is to make it cost less 
rather than to get more of it. With regard to freight traffic, 
much stress is deservedly given to the anthracite coal from the 
Wyoming fields ; but we do not find any informaiion of the 
actral output of those fields, or of the extent to which it can 
be increased, or of the cost of marketing it compared with 
other coals, whic: are of the first importance to an appreci- 
ation of the value of that traffic to the road. Special mention 
is made of the petroleum traffic, the milk traffic, and particu- 
larly of the grain traffic, in connection with which latter the 
necessity of elevators at the Jersey City terminus is enlarged 
upon, and it 1s suggested that it wou'd be a great advantage 
if the grain cars could be adapted for carrying coal back to 
Buffalo, For all freight traffic it is urged very justly that a 
change of gauge and a New England connection would be of 
great advantage. 

The part ‘On the Existing Condition of the Line” gives an 
account of the mileage of double and single track, of steel rails, 
of steel-top rails, of rails of each year’s laying, of the different 
weights of rails, of rails with fish-joints and with chairs, and 
the number of ties of each kind of wood, and the proportion 
requiring renewal, ‘“‘The permanent way, looking at it as a 
whole, was in some parts in excellent running order, in 
other parts in fair running order, and in other paris 
again, including some of the branches and portions not 
yet fish-jointed, in a less efficient condition.” Great stress is 
placed on the importance of improving the road by renewing 
throughout with steel on the main line, by fished joints, dura- 
ble sleepers and ample ballast. ‘ The economy obtained on a 
line like the Erie,” says the report, “‘ where the price of Jabor 
is high, may fairly be estimated by many hundred thousands 
of dollars, or, as it might almost be stated, by hundreds of 
thousands of pounds annually,” and the report is probably 
quite right. It further says (as we Lave often done in these 
columns) that ‘the line is, in fact, worked under great disad- 
vantages, as regards economy of management and mainte- 
nance, because the growth of improvements in this and in oth- 
er respects has not kept pace with the growtn of its traffic.’ 
The completion of the second track on the main line is also 
urged as a measure of economy. 


A section on ‘‘ Masonry and Bridges” deseribes the struc- 
tures under these classes, and an expenditure of a million and 
a half within three or iour years ‘o substitute iron for wooden 
bridges, etc., is recommended, Another section on “ Station 
Buildings” describes them as largely inferior, but, except 
in a few cases, sufficient tor the present, while there are so 
many improvements more pressingly needed. 

Under “ Terminal Arrangements” are mentioned the coa! 
depot at Newburgh, the ore and stone yards at Piermont, the 
water front oil yarts and cattle yards at Jersey City, and th 
depots in New York city, the Buffalo, Rochester and Dunairk 
termini. Hardly any recommendations are made in connec 








tion with this subject. 
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A short section is given to the “ International Bridge Con- 
nection’ and a long one to “‘ Improvements in Gradients,” in 
which the existing grades of the road are described quite 
minutely, and also the different kinds of locomotives with 
which they are workud. In this is quoted the conclusions to 
which Mr. Chanute, the Chief Engineer, had arrived, after 
careful examination and surveys, which, by the way, seem to 
us very important, as very great reductions in the ruling gra- 
dients are reported as feasible, and with them it is thought 
that standard trains of forty loaded cars could be run eastward 
either from Buffalo or Salamanca to Jersey City, by using 
three classes of locomotives for the divisions with different 
grades and helpers on the four steepest gradients. These im- 
provements, however desirable, should wait, Captain Tyler 
thinks, until more pressing needs have been satisfied. 

“ Alteration of Gauge” is declared to be ‘tone of the most 
important questions for immediate discussion, if not the most 
important.” ‘No better investment of money could probably 
be made than that of spending $8,500,000, which the change 
is estimated to cost, in placing it on an equality with its com- 
petitors in this respect.” If money cannot be got to change 
the gauge, it is suggested that it might be well to provide a 
number of car-lifters for transferring car bodies from trucks of 
one gauge to those of another. 

Under the head of ‘‘ Locomotive Department” the statistics 
of motive power are given, and the engines are reported to be 
in fairly good condition, though the remarkable factis reported 
that of 505 locomotives reported on the books as belonging to 
the company, 33 have now “nothing to represent them.” 
Other heads of this long report are “Engine Houses,” 
‘Machine Shops,” ‘ Cast-iron Wheels,” ‘Car Stock,” ‘‘ The 
Union Steamboat Company,” **New England Connection ” 
(which seems alittle too sanguine concerning the completion 
of the late lamented ‘“ Boston, Hartford & Erie,” now New 
York & New England), and ‘Coal Properties of the Erie 
Railway ” (in which Mr. Watson’s purchase for the company of 
coal lands when it was desperately in need of money for the 
improvement of its road is condemned). This closes the re- 
port on the Erie Railway proper, but this is followed by simi- 
lar, though shorter, reports on the Atlantic & Great Western, 
and the Cleveland, Columbus, Cincinnati & Indianapolis, from 
which we may quote hereafter, and ver.’ suggestive “ conclu- 
sions” (which we copy elsewhere) closes the whole. 

Regarding the report as a whole we must again say that it 

isan extremely creditable piece of work. Its conclusions are 
mainly those which Mr. Watson urged on the English proprie- 
tors of the road: that it is a property with capacity for a much 
larger traffic than it now has, which it can accommodate and 
conduct profitably only by the expenditure of large sums of 
money fur improvements, but that ‘‘ there is probably no other 
railway system in the world which would better repay such 
large expenditure, if only a really good management could be 
permanently secured, with a stable constituency of proprie- 
tors to support it.” We think that another conclusion might 
properly have been presented, and that is regarding the prob- 
able, the almost certain fate of the company if it is uot pro- 
vided with the means to make the needed improvements and 
does not have a stable as well asa good management. But 
one of the conditions of obtaining this capital in England Cap- 
tain Tyler states to Le a cessation of the ruinous competition 
which usually rages between the trunk lines for several 
months of each year. But we do not think that he is justified 
in assuming that average rates on the trunk lines, which have 
fallen almost continuously and very largely since the war, have 
now probably reached their lowest point. That depends chief- 
ly on the question whether the expenses have reached their 
lowest point ; and in view of the improvements in progress or 
designed on the Pennsylvania and the New York Central lines, 
and of the constantly growing volume of traffic, we do not be- 
lieve that expenses have reached their lowest point. And 
this is most important for the proprietors of the Erie Railway. 
The competitors of that road are making great preparations 
for doing their work at less cost, and all past experience and 
the interests of these railroads even indicate that when they 
can do the work for less cost they will do it for less price. 
Evidently the Erie, unable, without the proposed improve- 
ments, to do its work at less cost, can have but one fate if 
compelled to do it at less cost. The Erie proprietors, we 
fully believe, must either increase their present investment in 
the road or lose it utterly. 





Reeord of New Railroad Construction. 





This number of the Ramroap Gazerrr has information of 
the laying of track on new railroads as follows: 

Boston & Loweil.—The Lawrence Branch has been comple- 
ted from Wilmington, Mass., northward 344 miles to a junc- 
tion with the Salem & Lowell Railroad. Rhinebeck & Con- 
necticut,—Extended from Gallatinville, N. Y., east by north 7 
miles to Boston Corners, comyleting the road. Northeast 
Pennsylvania.—-Extended from Bonair northeast 2% 
miles to Hartsville, Pa. Paris & Danville.—Ex- 
tended from Paris south 15 miles to Marshall, Lil. 

Peoria, Atlanta & Decatur.—This road is completed by lay- 
ing 37 miles of track in different places, viz, from Minier 
northwestward 12 miles to Mackinaw, Il].; from a point ten 
mules northwest of Maroa northwest 12 miles to Atlanta, Ill., 
and from Maroa southward 13 miles to Decatur, Ill. 
Cairo & St. Louis. — The Southern Division is extended 
northward 5 miles to a point ten miles north ot Cairo, Ill. 

This is a total of 6994 miles of new railroad, making 1,594 
miles completed in the United States in 1874, against 3,228 
miles reported for the same period in 1873, and 5,982 in 1872. 








{ Tus Year’s Wear Crop, as indicated by the October re- 
turns to the Agricultural Department, is larger in quantity and 
better in quality than last year, nearly if not quite equalling 
the splendid crop of the census year, which aggregated 287,- 
745,626 bushels. For the States which are the chief exporters 





of wheat, it gives the following comparisons with last year’s 
crop: Ohio, 16 per cent. more; Indiana, 9 per cent. more ; 
Illinois, no change ; Wisconsin, 85 per cent. less ; Minnesota, 
16 per ceut. less ; Iowa, 2 per cent. less; Kansas, 5 per cent. 
less ; Missouri, 29 per cent. more ; Nebraska, 1 per cent more. 
It is estimated that the States west of the Mississippi have 
produced 2,000,000 bushels less than last year, and those east of 
it and north of the Ohio 1,000,000 bushels more. Thus the grain 
district \,hich exports wheat by the Atlantic ports is reported 
to buve a crop smaller than last year’s by a million bushels 
—a trifling percentage of the wholecrop. This is much more 
than made up by the increase on the Pacific coast, which is 
reported at 10 per cent. in California and 20 per cent, in Ore- 
gon. Most of the States which do not export have unusually 
good crops, so that they will not be as good customers as usual 
for Western wheat. 

If these returns are correct, the railroads from Chicago 
northwestward, and the Wisconsin railroads especially, will 
have a much smaller wheat traffic than last year, when, how- 
ever, it was the largestever known. All the other lines should 
have a larger traffic in this staple, those which are confined to 
Illinois having their business swelled by the unusually heav; 
crop of Missouri. The amount of grain traffic which the 
Eastern roads, or roads to the East, will get does not depend 
much on the crop, but more on the price, and most on the lake 
and canal rates. At current prices of wheat, it is not likely to 
choose rail routes at any rates which will pay the cost of 
hauling ; and with water rates like those of 1874, it would be 
folly for the railroads to try to carry wheat to the seaboard. 


‘Tue Strurr ror RarLRoap Directors is the subject of a com- 
munication from a correspondent of the London Railway News 
who signs himself ‘‘A Shareholder in Many Railway Compa- 
nies.” He gives the following suggestions concerning what 
we may call the “raw material” for railroad directors : 


‘*As rumors ot resignations are afloat, it would be advan- 
tageous to railway shareholders if they could be educated as 
to the qualifications necessary to make a good director. I beg 
to state that after some years’ experience I have come to the 
conclusion : 


1, That simply ornamental directors are rarely worth what 
they cost. 


“9. That lawyers are too cautious and timid for conduct of 
large commercial affairs. 

3, That many co ntry gentlemen are too ignorant of trade 
and commerce to be of much assistance, 

**4, That jobbers and speculators on t e Stock Exchange 
should be religiously avoided. 

“*5. That commercial men of large experience and a high 
sense of honor are generally the best class, but it is difficult 
to find a sufficient number of this class who can afford to give 
up better engagements for the small compensation nominally 
offered to directors. 

**6, Above all, avoid guinea pigs.” 

Caution 6 may require an explanation for American readers. 
It is the custom in English companies, we believe, to pay each 
director a guinea for each meeting of his board. Men whose 
names are valuable for any reason—perhaps because tuey 
represent old and famous families, or are members of great 
banking or other business houses—are sometimes accused of 
getting on all the boards possible for the sake of these guineas, 
while they know nothing and do nothing concerning the com- 
panies’ affairs. These gentlemen, quite appropriately, are 
called ‘guinea pigs.” In this country, alas! there is a class 
of directors more to be avoided than “ guinea pigs,” not so 
ignorant as those animals, doubtless, but infinitely greedier. 


Tue PosrmasTer-GENERAL has done a good work in dis- 
missing from the service a special agent of the Department, 
ohe John T, Callaghan, for loaning to his brother an annual 
pass from the Missouri, Kansas & Texas Railway Company, 
which had been granted to the Special Agent as ‘an officer of 
the Department in accordance with the contract for carrying 
the mails. This practice of loaning passes is not confined to 
mail agents, however, by any means, but is one of the detesta- 
ble things apparently inseparably connected with the granting 
of free passes. We have heard somewhere of a company which 
required that every season ticket or annual pass should bear 
the photograph of the person to whom it was issued to pre 
vent others from riding on it. Evidently the person who at- 
tempts to ride on another’s pass is endeavoring to obtain a 
valuable consideration on false pretences—the pretence thut 
he is a man to whom the railroad company owes something— 
andif one could be detected, prosecuted for a criminal of- 
fence and convicted it would probably do much to put an end 
to this shameful abuse, which, however, is best abated by 
abolishing the practice of granting passes. 





Poa eral Railroad Mews. 


ELECTIONS AND APPOINTMENTS. 


—The new board of directors of the New Haven, Middletown 
& Willimantic Railroad Company has elected the following 
officers: President, Julius Hotchkiss; Treasurer, Allen M. 
Colegrove ; Secretary, Robert G. Pike; Engineer, Seth E, 
Marsh; Executive Committee, Julius Hotchkiss, A. M. Cole- 
grove, P. W. Tarner. 


-——At the annual meeting of the Lynn & Boston Railroad 
Company, November 11, the following directors were chosen : 
B. H. Dewing, Revere, Mass.; Mark Healey, Asa A. Breed, 
Amos FP. Breed, Lynn, Mass.; Peter Smith, John Dove, Ando 
ver, Mass.; B. P, Winsiow, ‘T’. P. Proctor, E, F. Oliver, Wm. 
Sprague, John Reed, Boston. The board chose Benjamin H. 
Dewing President and E. F. Oliver Clerk and Treasurer. 





any in New York, November 11, Wm. Remsen, Henry Ha t, 

altby G. Lane, Thurlow Weed, R. J. Remsen, Charles Miller, 
W. H. Falconer, R. J. Randclph, J. W. Allen, Samuel Halli, 
Henry Morrisson Samuel J. Phillips and Moses Mitchell were 
yg directors, The Boaid elected Samuel J. Phillips, Pres- 
ident. 


—The Wayne County (Ind.) Circuit Court has appointed 
Joon: Kinzey, of Cincinnati, and James E. Reeves, of Rich- 
mond, Ind., Receivers of the Fort Wayne, Muncie & Cincinnati 
—o They have appointed Joseph W. Sherwood Super- 
intendent. 





—Mr, John M. Osborn, late of the Atlantic & Great Western, 


—At the annual meeting of the Third Avenue Railroad Com- 


has been ey General Freight age of the Toledo, 
Wabash & Western Railway in place of J. B. Carson, resigne. 
The appointment takes effect November 20. 

—The Bedford, Springville, Owensboro & Bloomfield Com- 
pany has been organized at Bloomfield, Ind., by the election 
of the followin ccsinee J. N. Mitchell, J, A. Conley, W. H. 
Irwin, T. H. Malott, N. Hall, John Thomasson, 8. A. Raridan, 
J. W. Palmer, D. Harrison, F. Armstrong, W. Short, A. Het- 


field, Seymour Cobb. The board organized by electing J. N 


Mitchell, President; J. A. Conley, Vice-President; W. H 
Irwin, General Superintendent; A. C. Voorhees, Secretary; 
Wm. C. Winstandly, Treasurer; M. C. Dunn, Attorney. 

—A circular from Mr. W. B. Strong, the new General Super- 
intendent of the Michigan Central Railroad, dated Chicago, 
November 2, 1874, announces that ‘‘ Mr. Henry O. Wentworth 
is appointed General Passenger Agent of the Michigan Cen- 
tral Railroad Company, with headquarters in Chicago. All 
agents of the Passenger Department will report to him and 
look to him for instructions.” Mr. Wentworth hae for a great 
many years managed the Michigan Centrai’s passenger busi- 
ness in the West, having for some years — the title of ““Gen- 
eral Western Passenger Agent.” Very ew men in the coun- 
try have so compl«te a knowledge of passenger business, or 
so wide an acquaintance with pean agents and others 
who influence business, whose good will Mr. Wentworth has 
almost uniformly secured to an extent remarkable in conduct- 
ing a business where competition is often most reckless and 
bitter. Itis largely due to Mr. Wentworth’'s efforts, doubtless, 
that the Michigan Central became many years - err 
the best known route between the East and the West, and it 
took a great deal of time and labor for its competitors to reach 
an equal position. 

—Mr. Lewis B. Smith, late Auditor of the Springfield & 
Illinois Southeastern Railroad, has been apeelates Assistant 
Auditor of the Iinois Central Rail: oad, with headquarters at 
Chicago. 

—Mr. C. Jay French, formerly of New York, bas been ap- 
pointed Superintendent of Railroad Mail Service for the Fifth 
Division, with office in Cincinnati, O. The division comprises 
the States of Ohio, Indiana, Kentucky, and Tennessee. 


—Ata meeting held in St. Louis, November 11, the direc- 
tors of the St. Louis, Hannibal & Keokuk Railroad Company 
elected the following officers for the ensuing year: S. P. 
Wisner, Cedar Rapids, Ia., President; 8. R. Woolfolk, Troy, 
Mo., Vice-President; Wm, Buchanan, Hannibal, Mo., Secretary 
and Treasurer; W. W. Walker, Cedar Rapids, Ia., General 
Manager. 


—At the annual meeting of the Utica & Black River Rail- 
road Company in Utica, N. Y., November 11, the following di- 
rectors were chosen: DeWitt C. West, John Thorn, Robert 
Lendox Kennedy, James Sayre, Theodore 8. Paxon, Isaac 
Maynard, Edmund A. Graham, William J. Bacon, Russel 
Wheeler, Lewis Lawrence, Abijah J. Williams, Daniel B. Good- 
win, Abram G. Brower. The directors subsequently met and 
elected the following officers: President, DeWitt C. Wes’; 
Vice-President, John Thorn; Treasurer, Isaac Maynard; Secre- 
tary W. E. Hopkins; Executive Committee, John Thorn, E 
A. > ameme ussel Wheeler, A. J. Williams and Isaac May- 
nard. 

—Mr. John MacKenzie has been appointed Superintendent 
of the machinery of the Hannibal & St. Joseph Railroad, in 
place of H. L. Cooper, resigned. 

—At the annual meeting of the Connecticut Western Rail- 
road Company in Hartford, Conn., November 17, the following 
directors were chosen: Wm. H. Barnum, Alexander H. Holley, 
Salisbury, Conn.; George M. Bartholomew, Charles T. Hillyer, 
Nathaniel B. Stevens, T M. Allen, William Bolles, Hartford, 
Conn.; Byron Loomis, Suffield, Conn.; Wm. L. Gilbert, George 
Dudley, Winsted, Conn.; Charles Blair, Collinsville, Conn.; 
Erederick Watson, Canaan, Conn.; Joseph Toy, Simsbury, 
Conn. The new directors are Messrs Hillyer, Allen, Bolles, 
Blair and Toy, who replace A. E. Burr, C. H. Chapman, J. B. 
Bunce, E. T. Butler, and George H. Brown. 

—Mr. John B. Yates, of Schenectady, N. Y., has been ap- 
pointed Division Engineer of the Eastern Division of the ‘ew 
York State Canals, in place of Mr, Charles Hilton, who resigns 
to take charge of the terminal construction work of the New 
York Central & Hudson River road in New York City. 


—At the annual meeting of the Union Ferry Company in 
Brooklyn, N. Y¥., November 17, the following directors were 
chosen: Henry E. Pierrepont, Joseph A. Perry, A. A. Low, 
James 8. T. Stranahan, Henry R. Worthington, Chas. E. Bill, 
Jas. A. Degrauw. Nathan B. Morse, Cyrus P. Smith, Walter 
N. Degrauw, H. B. Claflin, James How, A. B. Baylis, 8. B. Chit- 
tenden, Edward Dodge. 

—At the annual meeting of the Baltimore & Ohio Railroad 
Company in Baltimore, November 16, the following directors 
were unanimously re-elected : Galloway Cheston, Samuel W. 
Smith, Francis Burns, John Spear Nicholas, John Gregg, 
Francis T. King, C. Oliver O’Donnell, James Harvey, William 
W. Taylor, Samuel Kirby, John King, Jr., G. A. Von Lingen. 
At the meeting 39,787 shares were represented and voted on. 





PERSONAL. 


—Mr. L. B. Rock, Superintendent of the Northern Division 
of the Milwaukee & St. Paul, was thrown from his horse in 
Milwaukee, November 8, and had several bcnes of one foot 
broken, making a painful, though not dangerous, hurt. 

—Mr. Franklin B. Gowen, President ot the Philadelphia & 
Reading Railroad Company, has returned from Europe in a 
much improved state of health. 


—Mr. Joseph 8. Campbell, General Freight Agent of the 
Chicago, Danville & Vincennes Railroad, was married Novem- 
ber 10 at Danville, Ill., to Miss Kitty Hooker, of that town. 


—Mr. H. M. Weed, formerly General Freight Agent of the 
New York & Oswego Miiland road, has lately been appointed 
General Agent for the Straitsville Cannel Coal Company. 

—Mr. Miles Greenwood, President of the Board of Trustees 
of the Cincinnati Southern Railroad, while on a visit to the 
King’s Mountain Tunnel on that road, November 13, fell and 
broke one of his leg. 


—Mr. A. L. Deane, Land Commissioner of the Atlantic & 
Pacific Railroad, baving recently been married to Miss Lilly 
Willard, of Cleveland, O., his friends on the road presented 
them with a very fine silver tea set. 

—Mr. J. 0. Andrews has resigned his position as South- 
western Agent of the Atlanta & New Orleans Short Line, an 
takes charge of the St. Charles Hotel ticket office in New Or- 
leans. 

—Mr. William Woodside, for many years Paymaster of the 
Baltimore & Ohio Railroad, has resigned his position on ac- 
count of failing health. His successor has not yet been ap- 
pointed. 





TRAFFIC AND EARNINGS. 


—The shipments of refined oil east from Pivtebarg® for the 
week ending November 7 were: Pittsburgh, Washington & 








Baltimore, 6,308 barrels ; Allegheny Valley, 300; total, 6, 
barrels. 

~The October shipments of wheat from San Francisco were 
28 cargoes, 41,042 tons. One cargo, 685 tons, went to Pert. 





the rest to English ports, The flour shipments for the month 
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were 35,224 barrels, of which 40 per cent. went to China, about 
25 per cent. to the Cape of Good Hope, and 18 per cent. te 
Central America. Reducing flour to wheat, the total ship- 
ments were: 1874, 46,325 tons; 1878, 51,880 tons; decrease, 
5,055 tons, or 9% percent. For the first four months of the 
crop year (which begins July 1) the shipments have been: 
1874, 156,755 tons ; 1873, 156,230 tons ; increase, 525 tons, or 04 
per cent. 

—The earnings of the Great Western Railway of Canada for 
the week ending October 23 were: 1874, £28,385; 1873, £27,226; 
decrease, £3,841, or 144% per cent. 

—The earnings of the Grand Trunk Railway for the week 
ending October 24 were: 1874, £49,700; 1873, £47,200; increase, 
£2,500, or 544 per cent. 


—The earnings of the St. Louis, Iron Mountain & Southern 
Railroad for the first week in November were: 1874, $85,000; 
1873, $68,629; increase, $16,871, or 23% per cent. 


—The parningn of the Toledo, Wabash & Western Railway 
for the first week in November were: 1874, $102,480; 1873, $95,- 
213; increase, $7,267, or 75% per cent. 


—Coal receipts at East St. Louis for October were as follows: 


Tons. 
Belleville & Southern Illinois....... , 
Illinois & St. Louis........ obama eT ar ae 27,516 
St. Louis & Southeastern 
Ohio & Mississippi anaes 
WO BIN sypmaccnneechacacieneesttensees Geb nbsaesstet® 15,924 
Indlanapolig & BW. TAGS. ....0ccccccseccccccccveccescgscceccsese 3,150 
Cairo & St. Louis 
Chicago & Alton 








BOOM ico civvesicdabcsescvcesccdces 
—The earnings of the Richmond, York River & Chesapeake 
Railroad for the year ending September 80 were: 


Earnings ($2,760 per mile)...... sio'h:s -<dabinda eae aia ee 
Expenses (68.98 pe: Comt.) ....ccccccccece-cocccccccccosess 72,846.28 


Net earnings ($856 per mile)........ eeecees «+ $92,532.84 


—The earnings of the Denver & Rio Grande et A (main 
line) for the first week in November were: 1874, $7,235; 1878, 
$5,595; increase, $1,640 or 29.3 per cent. 





ee seer 


—The earnings of the Washington & Ohio Railroad for 
the year ending September 30 were : 1874, $104,012.85 ; 1873, 
$92,883.98 ; increase, $11,128.87, or 124% per cent. 


—The earnings of the following Massachusetts roads for the 
year ending September 30, 1874, have been published : 


Net eniem Perc. 

Earnings. Expenses. earnings. per ie. of ex, 

Boston & Albany.... $8,963,127 $6,548,211 $2,414,916 $33,446 173.06 
Boston, Clinton & 


Fitchburg ........ 665.640 445,873 219,767 6,862 66.98 


Boston & Maine..... 2,451,798 1,675,882 875,916 12,770 64.27 
Connecticut River.. 706,405 442,628 263,777 12,614 62.07 
Eastern............. 2,987,298 1,998,981 988,317 11,273 66.92 
New London North- 

Dicessescscccces 603,265 402,437 100,818 5,033 79.97 
Norwich & Wor- 

OO 752,960 499,214 263,746 11,403 66,30 
Old Colony......... 2,399,329 1,632,946 756,384 9,193 63.06 
Providence & Wor- 

CRB vicdc ce socces 926,191 721,496 204,695 15,437 177.93 


—The coal tonnage of the New Jersey lines leased by the 
Pennsylvania Railroad Company for the ten months ending 
October 31 was 1,029,287 tons, of which 240,565 tons went to 
Coal Port and 529,950 to South Amboy for shipment and 258,- 
772 tons were delivered at local points. 


—The earnings of the Great Western Railway of Canada for 
the week ending October 30 were: 1874, £22,464; 1873, £25,107; 
decrease, £2,643, or 104% per cent. 

—The earnings of the Grand Trunk Railway for the week 
ending October 31 were: 1874, £46,500; 1873, £47,310; decrease, 
£800, or 1%4 per cent. 

‘he earnings of the Atchison, Topeka & Santa Fe road for 
the nine months ending September 30 were : 


1874. 1873. Increase. Decrease. P, c. 
Earnings....... ...$898,549 $894,773 $3,776 coccce 0% 
Expenses........... 400,394 OS71L077 ~~ ...... $170,753 29% 


Net earnings. $498,226 $32 3,696 $174,529 obeese 54 

Earnings per mile, 1874, $1,762 ; 1873, $1,754. Per ceut. of ex- 
penses, 1874, 44.55 , 1873, 63.82. 

—The loading receipts at Chicago for the week ending Nov. 
i4 compared with those for the corresponding week last 
year shows a decrease of 9 per cent. in flour, 45 per cent. in 
wheat, 38 per cent. in corn, 88 per cent. in oats, and an in- 
crease of a per cent, in live hogs, and 107 per cent. in cattle. 

—The earnings of the Atlantic & Pacific Railroad and leased 
lines for the secoud week in November were: 1874, $104,300; 
1873, $87,307 ; increase, $16,993, or 1944 per cent. 











THE SCRAP HEAP. 


Railroad Manufactures. 


The Terre Haute (Ind.) Gar Works are building a number 
of stock cars for the Evansville & Crawfordsvilie road, 

The Knightsville (Ind.) Rolling Mill has stopped work for 
the present. 

The Elmira (N. Y.) Rolling Mills have secured a contract 
for rails for the Chippewa Falls & Western Railroad. 

The locomotive works of Porter, Bell & Co., at Pittsburgh, 
Pa., are running four days in the week. the 

Arrangements are being made to build a shop in Youngs- 
town, O., for the construction of iron bridges. 


United States Contracts. 

8. T. Abert, United States Civil Engineer, will receive propo- 
sals until November 30, at his office, northeast corner of Nine- 
teenth street and Pennsylvan.a avenue, Washington, D. C., 
for dredging in the klizabeth and Nansemond rivers, Va. 

A Steam Oanal Boat. 

The Cumberland (Md.) 7'vmes thus describes a steam canal 
boat which is now on trial on the Chesapeake & Ohio Canal : 
“The boat has twin propellers, which are run in opposite 
directions without belting or gearing. The engine is oscilla- 
ting, and the piston-rod at each end connects direct to the 
propeller shaft, the cylinder, of course, being in the center of 

he two propeller shafts. Another peculiarity of the engine is 
the valve motion, having less complexity and friction than 
vaive motions of this class of engines generally. The engine 
isan 11-inch bore and of 12-inch stroke. The propellers are 
40 inches in diameter and 4% feet pitch. The boiler is u 

right and has 124 two-inch flues. The trip only extended to 
Dougherty’s wide water and back, the speed attained was one 


mile in 14 minutes, up stream and a brisk wind and with 40 
pounds pressure.” 








OLD AND NEW ROADS. 


Lake Freights. nintoe 


The Buffalo Commercial says : “‘ The season of 1874 will long 
remembered by  pome interested in the transportation 
business as being the most disastrous ever witnessed on the 
kes. All through the Summer freight rates ruled very low 
—s0 low, in fact, that sailing craft could not pay their expenses 
Out of their receipts. * * The balance-sheet of sume of thy 


4 
best vessels on the lakes showed that they commenced the 
Fall season with several hundred dollars on the wrong side of 
the ledger as the result of the Summer’s work. The outlook 
was partbing but om po yb we ; still it was hoped that this 
balance could be wiped out before the close of the season, and 
a little placed on the other side of the account. 

** Thus fur, however, there has been no revival deserving of 
apogee Revel, awe are the Ovicpat tenes shown such 

w averages as they show ear, e following com 
tive exhibit, giving the qvenage freight by water from Chicago 
to Buffalo, on wheat and corn, and from Buffalo to New York 
by canal, during last month, will give a very fair idea of the 
condition of the transportatiun b O88 : 


——— CANAL. ——— 





Corn, Wheat. Corn, 

Cents. Cents. Cents, 
12.7 18.9 16.4 
11.5 23.1 20,3 
11.7 19.6 16.3 
7.0 19.1 16.3 
8.3 19.2 16.1 
§ 9.8 21.7 190 
2 1.6 19g 11.5 
¥ 9.7 15.9 141 
‘ 16.5 14.2 126 

p 6.8 
EAE 4.1 3.8 9.6 


8.6 

**Lust year no little dissatisfaction was expressed at the 
low prices obtained; but the rates for October, 1873, were 
nearly double those reported last month. By canal the de- 
cline has not been so great as by lake, for the simple reason 
that there was very little profit in last year’s figures and the, 
could not go much lower. If a complete statement could be 
obtained of all the grain transported from the interior this 
summer, showing the amount paid therefor and the actual ex- 

nse of the work to the carrier, it would prove that the whole 

usiness has been done for nothing. By this we mean that 
carriers have received no more for transporting the property 
than it cost them to move it. Some may have made a little 
money during the season, but those who have lost will out- 
number the fortunate ones.” 


Pacific Mail. 


The directors have finally declined the proposition made by 
the Union and Ceniral Pacific companies for a division of bus- 
iness. The proposition provided first, for uniform passenger 
rates both by rail and steamer; second, the railroad companies 
to guarantee $18,000 and 800 tons of freight per steamer every 
17 days; third, the old contract on China and Japan business 
to be renewed, and fourth, the railroad companies to make and 
control all rates between New York and San Francisco, 


Roanoke Valley. 


Subscriptions are being raised for this roac in Mecklenburg 
County, Virginia, and an effort is being made to secure the 
completion of the partly finished work. About $100,000 is ex- 
pected to be raised in the county, 

Kansas Pacific, 

This company recently attempted to prevent by force the 
laying out of a street crossing over its tracks leading from the 
Union Stock-yards in East Kansas City, A large force was 
called out by the sheriff and there was much excitement for a 
time, but finally it was agreed to appoint committees of con- 
ference on both sides to arrange matters amicably. 


The Baxter Steam Oanal Boat Transportation Oom- 


any. 

This company intends to extend its operations and announ- 
ces that subscription books for additional stock will be opened 
at the office of Ripley & Co., No. 82 Pine street, New York, 
after November 20. All subscriptions will be pavable 10 per 
cent. on acceptance; 30 per cent. in twenty; 30 per cent. in 
forty, and 30 per cent. in sixty day: 


8. 
The conipany’s boats are said to have thus far been very suc- 
cessful, 


Washington & Ohio. 

At the recent annual meeting the President reported as fol- 
lows on the Winchester Extension: *‘ The contractors for the 
extension to Winchester, Messrs. Adams, Hamner & Co., 
commenced work under their contract May 1, and have steadily 
a with it, but with a small force, not deeming it pru- 

ent, in the exieting state of money matters, to run the risk of 
heya to stop operations, 

** The road is now graded to the end of the 7th section, and 
the contractors are at work on the eighth mile beyond Hamil- 
ton. We are now laying the track to Round Hill, the next 
station, 51% miles from Alexandria, and 3% east of Snickers- 
ville. ‘This addition we hope to have in use in a few days, as 
the rails are upon the ground. In the heavy rock cut 
through Scotiand Gap, above Round Hill, work has com- 
menced. When we get through this gap, the grading to 
Snickersville, at the foot of the Blue Ridge, will be compara- 
tively light. Whether the work is to be suspended at this 
poin will depend upon the co-operation of our friends more 
immediately interested in our ente prise.” 


The Vermont Railroad Oommission. 

A bill 1s pending in the Legislature to re-organize this com- 
mission, It is proposed to appoint three comnissioners in- 
stead of one, make them independent of the roads, by 
having them paid by the State five dollars a day and expenses 
for actual service. It does away with some of the absurd an 
useless provisions of the statute, such as that which requires 
the commissioner to report the names of all employes of the 
roads, and in heu thereof requires information upon vital 

ints heretofore suppressed, such as about the litigation of 

he roads, the names and services of their attorneys, lists of 
all free passes, names of all persons enjoying special freight 
contracts, and the nature, terms and extent of all contracts 
with car and express companies. 


James River & Kanawha Oanal. 

At the recent annual meeting the stockhol lers passed res- 
olutions instructing the directors to apply to the next —_ 
lature for authority to issue bonds for the purpose of extendi 
the canal trom Buchanan west to the Chesapeake & Ohio Rail- 
road at Clifton Forge, and of ———— present canal. It 
is believed that by the extension a large traffic in coal and 
iron ore can be secured for the canal. 

The extension from Buchanan to Clifton Forge has been 
surveyed and located. It is 32 miles long and requires, it is 
said, no very neavy work. 


New York Oentral & Hudson River. 

The inspection of the new third and fourth tracks from 
Albany to hester has been completed, and trains began to 
run on them this week. These new tracks are equivalent to 
a double-track-road 228 miles long, and are intended to be 
used exclusively for freight. They are generally laid by the 
side of the old line, but diverge in some peneee, especially at 
Syracuse, where an entirely new road has been built trom East 
Syracuse around the city to Geddes, 734 miles, 
Missouri, Kansas & Texas. 

Mr. E. R. Wadsworth, Commissioner for Chicago in the 
Western Bureau, states in answer to an Jnter-Ocean reporter 
that this company has receded from its determination to con- 
tinue paying commissions, and has promised to carry out the 
terms of the agreement on that point. 
Delaware. 





At a meeting of the stoekholders of this company in Dover, 


Del., November 5, a new issue of bonds to the amount of $650,- 
000, to provide means for meeting the loan falling due July 1, 
1875, was authorized. The bonds will be guaranteed by the 
Philadelphia, Wilmington & Baltimore Company, and secured 
by a Frege on the road. The lease of the ware Ruil- 
road tothe Philadelphia, Wilmington & Baltimore Compan 
was also extended as provided for in the original agreement. 
Ohioago & Southern. 

The company has secured permission to lay its track across 
the Chicago Bridewe 1 grounds, on condition that it estab- 
lishes a local depot on one corner of the grounds and puts in a 
siding for the use of the prison. 

The case of Brown against this company came up tn court 
lust week, when the motion for the appointment of a receiver 
was postponed and the injunction dissolved in such a manner 
as to allow the company to take sion on condition that 
it shall be continued as to the cago, Danville & Vincennes 
Kailroad Company so as to prevent it from running any rolling 
stock on the portion of the road already built. The injunction 
was also 80 as to restrain the officers of the Southern 
road from disposing of any of the company’s stock. 


Oentral, of Minnesota. 


The road from Mankato, Minn., to Wells was formally 
opened by an excursion, November 10, Regular trains are 
now running. 

It is proposed to connect the road with the Central, of 
lowa, by using the Southern Minnesota track for 20 en, 
from Wells east to Albert Lea, and then building a line about 
15 miles long from Albert Lea to Northwood, Ia. It is said 
that offers have been made to build this 15 miles of road, and 
that it will be graded this winter. 


Kankakee & Mendota. 

The Kankakee (Ill.) Gazette says: ‘ Almost before it was 
known that such a project was in contemanation, work was 
feverensing on the new railroad connecting Kankakee with 

endota, commonly known as the Western Extension, or ‘ Dr. 
Knott's road.’ 

** We are informed that the work of grading between Kan- 
kakee and Gardner is being pushed rapidly ; several gangs are 
engaged in throwing up the road bed, in a few weeks the 
entire section will have been completed. 

“The freight office at this station has received notice of the 
speedy shipment from Chic of ties and material for cul- 
verte, etc. Iltis said that the new line will strike the oid 
Plymouth, Kankakee & Pacific road-bed about four miles west 
of this city, and will run thereon to the river jus: below this 
“7 where the piers erected two years ago be made avail- 
able.” 


Pennsylvania ‘ 

A new book of orders has been recently issued, and contains 
some rules which are worthy of notice and imitation, and 
which, if enforced, will a add much to the comfort of 
passengers. Among them are the following : 

**Brakemen must announce the name of each station, and 
tae length of stop when it exceeds two minutes. Baggage- 
masters are probibited irom receiving perquisites for the care 
> Oa The order will go into operation as soon as pos- 
sible, 

“Newsboys on trains will not be permitted to individually 
importune or annoy passengers, but map annonnee in a low 
voice, or at intervals not exceeding four times in each car, the 
articles offered for sale. Nor will they be permitted to deposit 
their papers, books, etc., on the seats of the cars or in the laps 
of the passengers. 

‘Depot masters and assistants, passenger conductors and 
brakemen and baggage-masters must wear suitable badges. 

** Passenger conductors must seat —— and see to 
their comfcrt and enjoyment as much as possible, see that 
none stand on the platforms or ride on baggage, mail or ex- 

ress cars; put off passengers refusing to pay at the next sta- 

jon; not permit drunken and disorderly persons on trains 
nor allow profanity. 

“ Baggage agents and masters must handle baggage care- 
fully ; the former to charge for extra weight invariably ; the 
latter to carry only such packages, bundles, money, etc., as the 
Division Superintendent authorizes. 

“No tickets must be sold to persons so intoxicated as to 
be incapable of taking care of themseives, or who, by reason 
of such condition, might risk their lives by traveling, nor to 
any one incapable of self care. 

“Loungers are not permitted in telegraph offices. 

“United States mail agents, express managers, s:eeping-car 
conductors, porters, news agents and individuals running 
private cars are to be regarded and to consider themselves as 
employees, and to conform to these rules and regulations.” 

Some important changes have been made in the c: de of sig- 
nals used. They are now as follows: 

** Red signifies danger, and says stop. 

* Green signifies caution, and says go slowly. 

“ White says go on, all right. 

** Green and white is a signal to stop at flag stations, 

* Blue is a signal used by car inspectors, 

‘*One short blast of the whistle signifies apply the brakes. 

** Two long blasts, release the brakes. 

“Two short blasts, when running, are an answer to signal of 
conductor to stop at next station. 

“Three short blasts when standing mean ¢he train or en- 
gine will back. 

** Four long blasts call in the flagman; four short ones call 
for signals. 

** Two long followed by twoshort blasts, when running, are a 
signal on approaching a road crossing at grade, 

‘*A succession of short blasts isa cattle alarm. A blast of 
five seconds duration is a signal for approaching stations. 

“A lamp swung across the track means siop; raised and 
lowered vertically, go ahead; swung in a circle, come back. 

“The engine bell is always rung before starting a train, 
when passing or meeting trains, through tunnels or through 
streets; also until each road crossing is passed.” 


Erie. 

At the regular meeting of the directors, November 12, the 
Treasurer reported that the total unsecured floating debt up 
to November 1 was $1,343,731.54 only, and that there was in 
cash in hand over $1,000,000 leaving the unsecured floating 
debt, if this money were appli 
over $350,000. 

The time and pay in the Port Jervis (N. Y.) shops have been 
egein ont down and they are running now only seven hous 
each aay. 

The Buffalo Commercial says: “It is now intended to con- 
struct a depot at Buffalo which will accommodate the Erie, the 
Great Western of Canada, and probably the Buffalo, New York 
& Philadelphia, Buffalo & Jamestown, and the Grand Trunk ot 
Canada. If the several railroads agree, it is proposed to erect 
a building which will be to Buftulo what the Grand Centrul 
Depot is to New York. As most of our readers are aware, re- 
ciprocal freight and traffic relations have already been entered 
into between the Erie and Great Western, freight and passen- 
ger cars being run by the Erie over the latter line as far as 


ed to its extinguishment, not 


Chicago.” 
Boston, Ooncord & Montreal. 


This company reduced the pay of all its employes 10 per 
cent., November 1. 


North Oarolina. 
The Raleigh (N. C.) Sentinel of November 7, says: “ Judy s 





Henry has just rendered a decision in the case of Branch vs 
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the North Carolina Railroad, dissolving the injunction prayed 
for. It will be remembered that this injunction was granted 
in consequence of the er of Branch and others against the 
consolidation of the North Carolina and Western North Car- 
olina railroads and the of bonds of the consolidated 
road in order to complete the latter. We have not learned the 
ground of the Judge’s action in the case.” 
Lehigh Valley. 

This company has been using the vacuum brake on three 
trains for some time past and it is said, soon fit up all its 
passenger equipmen' with that brake. 


Portland & Vermont Division. 


Work is progressing on the five miles of new road between 
Hyde Park, Vt., and Johnson. Iron was to arrive this week 
xpected that trains 


and it was © would run to Johnson by 
December. 


Mobile & Montgomery. 
A tel from Mon eer Ala., says that the road was 
sold in that city, Novem 16, under order of the Chancery 
Court. It was ht YN gge: ypen og of the first-mortgage 
bondholders for $5,022, . The price paid will, it is said, 
secure the State from all loss. 


Selma, Rome & Dalton. 

The section of the road from Dalton, Ga., to the Alabama 
State line was sold, Novemb r 8, under foreclosure. The 
price paid was $195,000, and the purchaser was a Mr. Cowman, 
of New York, 


Texas, Mississippi River & Northwestern. 

The line from Chicot, Ark., to Pine Bluff, much of which was 
destroyed by the floods of last season, has been rebuilt, and 
trains are running over it. 


St. Louis, Iron Mountain & Southern. 

The Government Commissioners to examine the Cairo & 
Fulton road are now —— the section from Fulton to 
Texarka the rest of the road having been previously ex- 
emined aecepted. 

A meeting was held in St. Louis last week with several offi- 
cer, of the Mobile & Ohio, with the object of establishine 
closer business connections. It was agreed to run passenger 
trains so as to make better connections with other southern 
lines and to put on a fast freight line. 


New York, Kingston & 8, 

Judgment of foreclosure has been given against thisroad in 
the bondholders’ suit. The road will be sold and a time for 
the sale will be fixed and notice given shortly. 


Tyler Tap. 

Major Waltham, Chief Engineer, is now making a survey of 
the line of this exopeoes road from Tyler, Tex., northeast to 
the Texas & Pacific ; 


Cairo & St. Louis. 


Construction trains are now running 10 miles north from 
Cairo, Ul., and the work is progressing steadily. 


New York & Oswogo Midland. 

It is reported that the receivers are about to withdraw all 
the passenger trains, except on the Utica Branch, where the 
local travel is considerable, On the main line all the passen- 


ger business will be ed by passenger cars attached to the 
freight trains. 
Philadelphia Terminal Facilities. 


A Poiladelphia letter in the Baltimore Gazelle says: “A 

owerful company has just been organized, but has not yet pub- 
icly appeared in print, which pragoces to build great inclosed 
docks and warehouses on the Delaware River, front of the 
First Ward, below the navy yard, Although no details are as 
yet settled, it is certain that the capital has all been raised, 
and that it is proposed to build wooden docks in preference to 
stone ones, on the score of economy, as well as because many 
of the Philadelphia merchants prefer wood to stone in docks 
and pier fronts. Steamship and canal lines have monopolized 
the old whaves and docks to such an extent that sailing ves- 
sels and transient steamers find space really scarce. The criti- 
cism usually ed upon the main central commercial front, 
oh account of the scarcity of square-rigged vessels there, is a 
stupid one, as there is actually no room there for loading and 
unloading, and the vessels are now too large to swing around 
in the narrow space between the city and the island without 
striking a passing vessel. In winter the floating ice renders 
it extremely dangerous to be there, as the docks are not long 
enough, 
e “ fact, the two great commercial wants of our city are, and 
have been, large inclosed docks and ample warehouse accom- 
modations for the storage and shipment of raw products, 
President Thomson, of the Pennsylvania Railroad, recognized 
this, but was too slow in his movements to provide a remedy. 
President Scott is a different order of man. He acts upon the 
maxim of Paddy at Donnybrook fair, ‘If ye see a head hit it.’ 
The New Dock and Warehouse Comqnee far exceeds in im- 
portance any organization of the kind yet attempted in Phila- 
delphia.” 
Oincinnati Southern. 

The contract for the timber work on the inclined plane at 
loteg. Ky., has been awarded to John Trenbeth, of Nash- 
ville, Tenn. 

The trustees are about to advertise for proposals for five 
miles of grading, from the tifth to the tenth mile south of the 
Ohio River, 

A Washington dispatch says: ‘ 

** General Hickenlooper, in behalf of the Cincinnati Southern 
Railway, bas been engeged for two days past with the Secre- 
tary of War, examining the question of the location of the pro- 
posed bridge at Cinciunati. 

* The bridge, as finally determined upon, will be lscated at 
the foot of Horne street. It will be 4344 feet above high-water 
mark of 1882, and 105% feet above low water. The draw-pier 
will be located next to the Kentucky shore instead of the Ohio, 
as at first pepows. There will be 160 feet in the clear on 
each side of the pivot of the draw. 

“The second span from the Kentucky shore will be the 
channel span. This will be 500 feet in the clear, Next, north 
of this, toward the Ohio shore, are two spans of 280 feet each 
in the clear.” 

The style of the superstructure has not yet been decided. 
The Trustees will advertise for proposals as soon as possible. 

‘The Trustees have, it is said, held several conferences lately 
with the officers of the Cumberland & Ohio Keepy with re- 
gard to a connection between the two roads by a line about 30 
miles long from Lebanon, Ky., to Harrodsburg. This would 
give the Cincinnati Southern a line to Nashville. 


The Railroad Mail Service. 

A summary of the anuual report of Mr. George 8. Bangs, Su- 
perintendent of Railroad Pcstal Service, has been published, 
which is as follows: 

The increase of this service for the fiscal year has been the 
addition of four lines, with 4,274 miles of daily service. New 
York originates from 55 tons of mail matter daily, 45 to 
50 tons of which is forwarded on the trunk lines leading south 
and west. Three of these lines—the New York Central & Hud- 
son River, Erie, and Pennsylvania—carry daily over their en- 
tire length an average of 46% tons, avd most of this is dis- 
tributed in transitu. Of the daily New York mail matter, 
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subscribers. Of merchandise conesening the wien! of 
whick in mails so much has been said, there is only five- 
twentieths of one per cent. The statistics of the large offices 
throughout the country show that 9 per cent. of the mails are 
first-class—chicfly letters ; nearly 77 per cent. matter to regu- 
lar subscribers ; and nearly 13 per cent. third-class, at the rate 
of one ceat for two ounces. The increase in the mail matter 
of the country is shown by the facts that in 1867 the largest 
weight of daily mail carried on any one road was 23,000 pounds, 
and only upon 340 miles of road did the amount carried reach 
20,000 pounds. In 1874 as bigh as 39,000 pounds was carried 
on one road, and on 24,000 miles 20,000 pounds was carried, 
and 30,000 pounds on 1,100 miles. 


Union Pacific. 

The President of the United States has ordered the revoca- 
tion of the order withholding the patents for one-half the 
land-grant, and the Secretary of the Interior will therefore 
issue patents to the company shortly. 

A Boston dispatch says that the Solicitor of the Treasury 
has furmally demanded of the Treasurer of the Union Pacific 
Railroad Compete the tive per cent. of the net earnings of the 
road from November, 1869, to October 31, 1874, making 
$1,040,056 to be paid within the next sixty days. 

Dividends. 

Dividends have been declared by the following companies: 
Catawissa (leased by Philadeiphia & Reading), $1.43% per 
share on the preferred, and $0,21 per share on the common 
stock, payable November 16. 

Pennsylvania, 5 per cent., semi-annual, payable November 
80 to ladies only, to all others December 1. 

Northern of New Hampsbire, 34% per cent., semi-annual, 
payable December 1. 

Danbury & Norwalk, 14 per cent., quarterly. 

Adams Express, 2 per cent., quarterly, payable December 7. 
Intercolonial. 

A report made by Mr. Brydges as a Commissioner ef Public 
Works gives the following earnings and expenses for the year 
ending June 30. 








1874. 1873. Increase. P.c, 
NOs oe Shas ib oe seeds $893,430 $708,458 $189,972 21.34 
EXPCMsOS......... ssoseess 1,301,556 ',011,892 289,658 24.62 
Loss from operating.... 408,120 $3u8,434 $99,686 
Expenditures on capitul ac- 
GREE, nck onchees) popents 743,914 374,266 369,648 
Total outlay in excess of 
receipts........ . «+ $1,152,084 $682,700 $469,034 


Mr. Brydges has effected a large reduction in the expense of 
working the road, The staff has been cut down, many reforms 
effected and a reduction made in train service, though not to 
the extent which he desired, public outcry having prevented 
the Government frum sancti»ning all his proposed reforms. 
On this point and on the question of fare, he says: ‘‘TLe train 
service at present is in excess of the wants of the public. The 
accommodation ut of St. John upon the Inteicolonial is much 
greater than by the other line. The rates of fare are even now 
luwer. The ordinary rates are 3 cents a mile cu the Interco- 
lonial, while westward they are 8% cents in Canada and 4 cents 
in the United States. On the Intercolonial Railway return 
tickets are issued at a reduction of 25 per cent., while on the 
Western Extension return tickets on a much more limited 
scale are issued at a reduction of only 20 per cent. The issue 
of commutation tickets is also upon a more liberal scale on 
the Intercolonial.” 

There seems to have been some looseness of management, 
for he says thata large quantity of poor wood is on hand, for 
which a very high price has been paid, and the coal supply 
has also been Very unsatisfactory and the price too high, the 
cecal on hand being charged at 18 cents a bushei, while 
better coal is now bought for ten cents. 

An arrangement has been made by which the express com- 
panies will pay one-third ot their gross receipts for carriage ; 
the railway to have the right of examining their books ; the 
express companies to be solely responsible for damages, no 
matter how caused, and to hold the railway harmless against 
claims by employes ot the express companies who may be in- 
jured upon the trains. 1t 18 estimated that this will double 
tbe receipts from express matter. 


Baltimore & Ohio. 
This company agrees to join in the abolition of the commis- 
sion system. but adheres to its retusal to sign the Saratoga 


‘agreement. 


A conference was held in Baltimore, November 12, at which 
were present Messrs. Cornelius and W. H. Vanderbilt and 
J. H. Rutter, representing the New York Central, Thomas 
A. Scottand A.J. Cassatt the Pennsylvania, H. J. Jewett 
and G. W. Blanchard the Erie, Chester W. Chapin the 
Boston & Albany and John W. Garrett and John King, 
Jr., the Baltimore & Ohio. The object appears to have been 
to induce the latter company to sign the Saratoga agreement. 
This, it 1s stated, its officers absolutely declined, but expressed 
their readiness to join in an agreement for the abolition of 
commissions on passenger business and drawbacks on freight. 
They also enprenned their intention of pursuing a conservative 
policy and their willingness to co-operate in all measures of 
reform. ‘they also urged strongly the abolition of all fast 
freight lines asa much needed change. This latter step the 
other companies were not yet prepared to take, 

The first reguiar passenger train through to Chicago left 
Camden Station at 10:30 p. m., November 16. The train car- 
ried several passenger coaches and two Pullman cars, and was 
well filled, the conductor being Thomas C, Prince, and the 
engineer Fred Duval. The schedule time tor reaching Chicago 
is thirty-three hours. 

The annual meeting of the stockholders, November 16, was 
presided over by Mr. Sohn B. Morris, the only survivor of the 
original board. Mr. Morris, who is in the 90th year of his age, 
on taking; the chair referred in feeling terms to the original 
board of directors, with whom he served, and whom he named 
as follows: Charles Carroll, of Carrollton; William Patterson, 
Robert Oliver, Alexander ‘Brown, Isaac McKim, William Lor- 
man, Geo. Hoffman, Philip E. Thomas, Thomas Ellicott, 
Talbot Jones, William Stewart, Solomon Etting and Patrick 
McCauley. He referred also to the struggles of the company 
in its early days. He had long ceased to Se a member of the 
Loard, and deemed it proper to explain that it was by a most 
unexpected invitation he was present, and therefore it must 
not be regarded as an intrusion on his part. 

At the last monthly meeting of the board of directors the 
salary of John King, Jr., First Vice-President, was fixed at 
$10,000 -cr annum, and the salaries of Wm. Keyser, Second 
Vice-President, and Thomas R. Sharp, Master of Transporta- 
tion, at $6,000 each per annum. 


The Western Railroad Bureau. 

Four members of the Bureau, Messrs. Colburn, Wadsworth 
Andrews and Sturgeon, met in St. Louis, November 12, and 
held a conference with representatives of the fast freight lines 
in relation to the more satisfactory working of those lines. 
shes: also held a conference with a committee from the Cotton 
Exchange with respect to rates on cotton from St: Louis to 
Eastern points. 

The time when the newrates from Chicago east were to go 
into effect has been postponed, ‘‘in consequence of the atti- 
tude ot two roads which refuse to advance their figures at 
that date.” 

In consequence of the loss a number of the Western roads 





nearly 88 per cent, is composed of publications sent to regular 


would be subjected to should the free-return stock passes be 


absolutely abolished, the Western Bureau has issued a circu- 
iar to the effect that it is necessary, in order to protect the 
interests of the roads they represent, to suspend the order 
p) ohibiting the issue of free-return passes to persons accom- 
pan ing stock until further action may be taken on the 
subject, 

In suspending this order, the Commissioners do not in any 
way surrender their conviction that the principle is correct 
and intimate that a# some future time it may be so recognize 
by the managers of all the railroads interested in the transpor- 
tation ot live stock. 


Valley, of Ohio. 

A Cleveland dispatch states that the directors of this com- 
pany have succeeded in placing a loan of $3,600,000, which 
will enable them to complete and equip the road at once. A 
large force is to be put on and the work hurried forward. 


Northern Pacific. 


In the New York Times of November 18 appears the follow- 
ing advertisement : 

* Northern Pacific bondholders are requested to communi- 
cate their names and addresses during the present month to 
Hall & Blandy, No. 4 Warren street, New York.” 

Immediately below it is another, which is as follows : 
**Northern Pacific Railroad bondholders will find it to their 
interest to consult the company’s officers before communi- 
cating with Hall & Blandy, attorneys-at-law, No. 4 Warren 
street. **GEoRGE W. Cass, 

* President Northern Pacific Railroad Company.” 


Bhinebeck & Oonnecticut,. 


The rails are now laid tothe eastern terminus at Boston 
Corners, N. Y., where connection is made with the Harlem 
and Poughkeepsie & Eastern roads. Trains will run over the 
track of the latter to State Line and a connection with the 
Connecticut Western. Arrangements are being made with 
the latter company for the running of through trains from 
Hartford to the Hudson River. The road is 30 miles long, 
from Rhinebeck, N. Y., northeast to Boston Corners. 

Pacific, of Missouri. 

In the suit brought to enforce the lien of the State against 
this road, the Supreme Court of the United States has med 
the decision of the Circuit and refuses to dissolve the perpet- 
ual injunction granted to restrain the State from selling the 
road, or making other attempts to enforce the old lien, which, 
it ~ held, has been fully released by former action of the 
State. 


Baltimore, Pittsburgh & Ohicago- 

A substantial freight depot has been erected in Chicago in 
the rear of the Illinois Central depot at the foot of Lake strect. 
The work on the shops at South Chicago is well advanced. 
Among the buildings are a round-house 264 feet in diameter 
with 30 stalls, a blacksmith shop 100 by 70 feet, a machine 
shop 116 by 70 feet, and an engine and boiler house 40 by 25 
feet. They are all of brick. 

The managers of the Michigan Central Company have re- 
fused to — the use by this road ot the Central Depot on 
the Lake Shore. The Illinois Central owns three-fifths of this 
depot andhad agreed to funish depot room to the new 10ad 
on the same terms as are grantcd to the Chicago, Burlington 
& Quincy, supposing that the Michigan Central, which owns 
the other two-fifths, would make no objection. The latter 
company, however, refuses 1o make room for the new road, 
and for the present its passenger trains will stop outside of 
the depot. Freight accommodations had been already se- 
cured as noted above. 


Pennsylvania—New York Division. 

There is a general reduction in working expenses and force 
all along the line. All hands on new construction have been 
discharged and the track gangs cut down from twelve to seven 
men. The pay has also been reduced about 15 per cent. 


Meetings. 

The tollowing company will hold its annual meeting at 
the time and place given: 

Boston & Maine, at Lawrence, Mass., December 9, at 10 


A. M. 
Jersey Oity & Albany. 

Work on the extension to Haverstraw, N. Y., has been sus- 
pended for some time. Nearly all the grading is done, It is 
stated that the contractors failed to receive their pay for two 
months’ work done on the road. 


Gaithersburg Branch. 

It is proposed to build a branch, or rather a cut-off, from 
the Metropolitan Branch of the Baltimore & Ohio at Gaithers- 
burg, Md., nearly due east te the Washington Branch at 
Hanover Switch or Laurel, a distance of about 25 miles. The 
je on the line are trying to induce the Baltimore & Obio 

ompany to build it, 


New Orleans & Texas, 

Committees from Texas are in New Orleans to assist in malh- 
ing arrangements for the construction of the railroad line from 
New Orleans to Texas. 


International & Great Northern. 

This company is making great efforts to induce immigra- 
tion to the country along its lines in Texas. Among other 
things a committee of old settlers in Texas has been organ- 
ized, who are to travel peepee 5 the Southern States, holding 
frequent public meetings and taking every possible means to 
draw publ.c attention to the advantages of the State. 


Maine Central. 

A new bridge, 125 feet long, was put up over the Sebasti- 
cook Stream in Pittsfield, Me., Sunday, November 8. After the 
night train of Saturday had crossed the old bridge, the work 
of destruction commenced, and at noon the old structure was 
all cleared away. After all was ready, the first span of 62% feet 
was put in place in 25 minutes, and the second span-—0 the 
same length—in and all completed at four Pp. m. This was per- 
formed by about 30 men, 


Peoria, Atlanta & Decatur. 

The last rail on this road was laid November 11, near 
Waynesville, Ill., and the road is now completed from Teo 
northwest to Peoria, a distance of about 70 miles. peal 
lasting is being completed, aud trains were to begin ru 8 
this week. ith the 

An agreement for the consolidation of the road wit P veg 
Parie & Decatur was made some time since. In connec te 
with that read it makes a line 168 miles long from Terre Haute, 
Ind., to Peoria, Ill 


St. Louis, Hannibal & Keokuk. 4 its 

This company has completed arrangements to ane Pees} 
road from the present terminus at Frankford, Mo., an “ 
about 12 miles to Bowling Green. Much of the gracine 
this section was done some time ago, the ties are all deliveree, 
and everything is ready for beginning work. 


International Bridge. 

A Toronto (Ont.) paper says: ‘* There is likely to ‘be pa 
teresting suit b: fore the Court of Chancery shortly, reer the 
the International bridge across the Niagara River. Um y is 
terms of the charter, as we are informed, the compat 
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s 
latter is a loss and an inconvenience to residents on both sides 
of the river. It has, therefore, been decided by some of the 
largest property owners to move for an injunction in Chance 
compelling the Bridge Company t> comply with the terms of 


the charter so far as the carriage way and foot path are con- 
cerned.” 


Paris & Danville. 


This road is now completed and cars are runn‘ng to Mar- 
shall, !ll., the crossing of the Vandalia line, which is 15 miles 
south of Paris. The road is now 51 miles long, from Danville 
nearly due south to Marshall. 


Bedford, Springfield, Owensboro & Bloomfield. 

This company hag filed its articles of association with the 
Secretary of State of Indiana. The road is to run from 
Bedford, Ind., on the Louisville, New Albany & Chicage, 
west by north to Bloomfield, about 30 miles. The capital stock 
is to be $1,600,000. 


Wisconsin Valley. 

Regular trairs began to run thr 
November 9. The completion of ther 
excursion November 11. 


Galveston, Harrisburg & San Antonio. 

Orders have been given for the immediate construction of 
the rcad from the San Marcos River to the Guadalupe, and 
this section of 20 miles is to be put under contract very soon. 
Indiana & Illinois Central. 

An effert is being made to build the Indiana portion of this 
road, as originally projected, from Montezuma, Ind., the pres- 
ent terminus at the Wabash River, to Indianapolis. At a 
meeting held in Rockville, Park County, last week, $12,500 was 
subscribed, and Adams township, in whieh Rockville is situ- 


ated, voted a 2 per cent tax. The cost of the road-bed is esti- 
mated at $500,000, 


Manchester & Keene. 


The town of Keene, N. H., has voted to raise a sum equal to 
8 per cent of its valuation, and appropriate the same as a gra- 
tuity to this road. The money is to be used in building that 
part of the road between Keene and Greenfield. 


Portland & Ogdensburg. 
Rumors are current that certain prominent English capital- 
ists are now making examinations into the affairs of this road. 


with a view of advancing funds necessary to complete the roa 
to Montreal. 


Manhattan & Northwestern. 


Tracklaying is still going on, and a construction train will 
shortly be put on the road. Work has also been begun on the 
— end of the line at the crossing of the Central Branch 
road. 


Alabama & Chattanooga. 


The work of repairing the Southern Division is completed 
and trains are once more running over the whole length of 
the road from Chattanooga to Meridian. 


Fort Wayne, Muncie & Oincinnati. 

The Wayne County (Ind.) Circuit Court has appointed 
Joseph Kinzey, of Cincinnati, and James E. Reeves, of Rich- 
eal, Ind., receivers of this road. They took possession of 
the property November 12. The attorneys for the company 
filed a motion to set aside the order of appointment, and a 
hearing on the motion was appointed for November 18. 


Oil Oreck & Allegheny River. 


At the adjourned meeting of the consolidated mortgage 
bondholders in Philadelphia, November 12, the committee 
made another report. They state that there are no present or 
prospective receipts from which coupons can be paid, and 
recommend that the bondholders call upon the trustees to 
foreclose the mortgage and seli the road. They also recom- 
mend the formation of a new company in which the present 
bond and stockholders and the creditors can all be repre- 
sented. 

It was resolved that a special committee be appointed to 
supervise the foreclosure and purchase of the pee in the 
interest of the bondholders, The following gentlemen were 
appointed this committee: C. D’Invilliers, John W. Moffley, 
J. R. Ritter, Wm. M. Caster, Thomas H. Dudley, E. V. Mait~ 
land and Joseph C. Herr. 


Oentral of Iowa. 

A meeting of the first and second-mortgage bondholders is 
called for November 24, at 12 noon, at the office of the com- 
pany, No. 20 Broad street, New York. The commitjee ap- 
pointed at the last meeting vy! then present a report. 


Boston & Lowell. 


This company’s line to Lawrence, Mass., will be opened in a 
week or two, when four passenger trains each way daily will be 
put on between Boston and Lawrence. This line is made up 
of the main line from Boston to wietagres, 15.22 miles; the 
new Lawrence Branch, Wilmington north toa junction with 
the Salem & Lowell road, 3.21 miles; the Salem & Lowell road 
to Tewksbury Junction, 2.92 miles; and the Lowell & Lawrence 
road to Lawrence, 6.28 miles, making the whole flistance from 
Boston to Lawrence 27.63 miles, against 26 by the Boston & 
Maine. The new section is the 8.21 miles of the Lawrence 
Branch, on which the rails are now all laid and the ballasting 
nearly completed. The Salem & Lowell and Lowell & Law- 
rence roads are leased by the Boston & Lowell Company. 


Grand Trunk. 


This company is reported to have refused to have anything 
to do with the Saratoga agreement, anda circular from its 
General Ticket Agent announces that all reports as to its 
abolishing the payment of commissions on ticket sales are 
false, and that it will continue to pay commission as usual on 
all tickets sold. 

An agreement has beer concluded with the Michigan Cen- 
tral concerning depot arrangements in Detroit. 


Chippewa Falls & Western. 

The grading of the 11 miles of this road from the W est Wis- 
consin at Eau Claire, Wis., to eo a Falls is neariy com- 
leted. A contract has been made for rails from the i 
N. Y.) Rolling Mill which will very soon be delivered, when 

tracklaying will begin. 


Southwest Pennsylvania. 

The Pittsburgh, Washington & Baltimore Company last 
week applied to the Pennsytvania Supreme Court for an in- 
junction to prevent the Southwest ae from laying 
tracks across the :ar-shop yard at Connellsville, Pa., but was 
Tefused. Subsequently the Southwest Pennsylvania obtained 
from the fayette County Court an imjunction to prevent the 
other company from interfering with the laying ot its new 
track. The Pittsburgh, Washington & Baltimore Company 
alleges that its yard will be much injured and badly cut up by 
the tracks of the other road, if they are laid as proposed. 

Track laying on the extension from Connellsville to Mount 
Braddock will soon be begun. 

Miami Valley. 

This company has filed its certificate of incorporation with 
the Secretary of State of Ohio. The road, which is to be of 
Sfeet gaugé, is to extend from Xenia, O., by way of Mason 
and Lebanon to Cincinnati. The capital stock is $500,000, and 

© corporators are Robert U. Bennett, Wm. V. Bone, Joel 


h to Wausau, Wis., 
was celebrated by an 





Evans, Seth 8. Harris, Samuel Jones, J. V. H. Lewis and 
Ephraim R. Snovuk. 


Chicago & Pacific. 

The United States Circuit Court has appointed Warren Col- 
burn, of Toledo, O., Commiesioner to examine into the ques- 
tion of the grade eet the Chicago & Northwestern at 
Elgin. He is directed to inquire how the Chicago & North- 
western would be affected by such grade crossing; if the 
Chicago & Pacific can cross the other road above or below 
grade and how it will be aftected thereby; the expense of such 
a crosting; whether such crossing can best be made by any 

racticable change in the Northwestern grade, and any other 

acts bearing on the question. He is to give notice of as 


oem parties and to hear testimony and counsel on bot 
sides. 


Toledo, Peoria & Warsaw. 

All trains have been withdrawn from the branch from La 
Harpe, Iil., to Burlington, Iowa. Of this line only 10 miles, 
from La Harpe to Iowa, belongs to the Toledo, Peoria & War- 
saw, its trains using the track of the Chicago, Burlington & 
Quincy’s Carthage Division from Iowa to Burlington. The 
trustees have authorized the Illinois Central, which is operat- 
ing the road as their agent, to take this action, as the branch 
does not pay expenses. 


Ohicago & Alton. 

The suit of the Dlinvis Railroad Commissioners against this 
company came up in the Circuit Court at springfield, Novem- 
ber 11. On representations that the company desired to take 
the depositions of a number of persons as experts to prove 


that the rates charged were reasonable, the case was continued 
until the next term. 


Rockford, Rock Island & St. Louis. 

The United States Circuit Court has made an order in the 
foreclosure suit directing that notice be published requiring 
all bondholders to appear and intervene in the ease on or be- 
tore February 1, 1875, and present their equities and claims 
for priority for adjudication. If they do not appear they will 
be held to atand on an equality with all other bondholders, as 
set forth in the bill. A copy of the order is to be ane 
in Chicago, New York, Berlin and Frankfort-on-the-Main. 


Delaware, Lackawanna & Western—Morris and Essex 
Division. 

A large number of the laborers on the New Bergen Tunnel 

who struck last week have reconsidered their action and gone 


to work again at the reduced wages offered by the contractor. 
Only about one-fourth of the men refused to return. 


Northeast Pennsylvania. . 

This road is now aomenenes and opened to Hartsville, Pa., 
9.8 miles northeast from the junction with the North Pennsyl- 
vania at Abington and 2.4 miles beyond the late terminus at 
Bonair. Hartsville station, the new terminus, is about a mile 
from the village of that name. The road is a branch of the 
North Pennsylvania and is worked by that company. 


Oanadian Pacific. 

The Department of Public Works of the Dominion of Canada 
gives notice that it is prepared to receive peoqecs for the 
construction of the Georgian Bay Branch of the Canadian Pa- 
cific Railway. Proposals will be received by the Department 
at Ottawa, Can., until noon of December 21. Specifications, 

eneral conditions, maps and other information can be ob- 

ained of the Department, also blank forms, on which all pro- 

osals must be made. The branch will be about 85 miles long. 

ntending contractors must give satisfactory evidence that 
they possess a _— of at least $4,000 per mile of road, and 
they must deposit 25 per cent. of this amount in money or 
government securities with the Receiver General of the Do- 
minion, or to his credit in a chartered bank of the Dominion, 
before their proposal can be accepted. 


Bay Verte Oanal. 

About January 1 the Department of Public Works of Canada 
will ask for préposals for the construction of this canal. It is 
to extend across the isthmus between Nova Scotia and New 
Brunswick, fiom Chignecto Bay, the northern arm of the Bay 
of Fundy, to Bay Verte, which is a bay of the strait separ- 
ating the main land from Prince Edward’s Island. It will be 
about 15 miles long. 


The Lachine Oanal Enlargement. 


The Canada Department of Public Works gives notice that 
about January next proposals will be called for for the en- 
largement of the present line of the Lachine Canal, or for 
the a of the lower part of it and the construction 
of a new line through the low ground to the northwest of the 

resent line from the rock cut north of the village of Lachine 
near Leishman’s Point. The line to be adopted will depend 
paw. upon what arrangements can be made for right of way. 
uch information, however, will be furnished contractors as 
will enable them to examine fully both lines before winter 
setsin. Application can be made to the Department at Otta- 
wa, Canada. Due notice will be given when the maps and 
specifications are ready. 


Little Rock & Fort Smith. 

The whole road and eee of this company is to be sold 
under a decree of foreclosure December 10. The first- 
mortgage bondholders meet at No. 5 Pemberton square, Bos- 
ton, November 21, at noon, to devise means for protecting 
their interest in the property. 


Quincy & 8t. Paul. 

A com +! by this name has filed its certificate of incorpor- 
ation with the Secretary of State of Missouri. The road is to 
run from West Quincy, Mo., northwest to Albia, la., a distance 
of about 120 miles. The capital stock is to be $1,200,000. 
Santa Oruz- 

The grading of 15 miles of this line from Santa Cruz, Cal., 
to Watsonville is completed, and arrangements are being 
made to begin tracklaying shortly. 

Southern Pacific. ; 

Orders have been given to proceed at once with the con- 
struction of anether section of 20 miles of the San Joaquin 
Valley line southward from Bakersfield, Cal. A force is already 
at work on the grading, which is comparatively light. 





Concentration of French Railroad Proprietorships. 


A correspondent of the London Railway News gives the fol- 
lowing account of the tendency of French railroad shares to 
become concentrated in the hands of a few capitalists, and of 
the Rothschilds especially : 


It is a curious fact, and one of far-reaching importance, 
though I believe not generally known, that the proprietorship 
of our six great railways is getting more and more concen- 
trated ix afew hands. When the construction of our lines 
commenced, about the year 1840—previous to which date rail- 
ways were virtually unknown in France—the middle and even 
the lower classes invested very largely in the new kind of prop- 
erty, deeming it, justly enough, among the safest to be had, 
and such investment continued on an increasing scale for 
some twelve or fourteen years. Then came the “ Napoleonic 
era,” period of large State loans and of infinite extension of 
commercial and industrial activity, and the opening up of 





thousands of opportunities for new investments, some, like the 
femay: loans, absolutely safe; others, if less secure, promising 
igh interest, made the people of the saving lower and middle 
classes gradually withdraw from the railway market. There 
cannot be a doubt that a considerable proportion of the 
subscribers to the six State loans raised from 1854 
to 1868, and amounting in the aggregate to 3,000 
millions of francs, sold their railway shares and invested 
in the new loans, promising equal interest and even greater 
security. The shares thus sold, with many others wn 
upon the market in exchange for industrial invest- 
ments, were as a rule bought by a very different class of inves- 
tors than the old one. ch men bought largely ; above all, 
buyers came in from the “haute finance.” The process, dating 
it from 1854, year of the first great Napoleonic State loan— 
raised, as was said at the time, by universal suffrage—has 
now been going on for just twenty years, and the net result 
ia that the railways in France are owned by the “ haute 
finance.” Probably not*far from eighty per cent. of the ordin- 
ary shares of the whole of the six companies are in the cof- 
fers of the banki»g magnates. The Northern muy be said to 
belong completely tothe members of the Rothschild famil 
proprietors of the bulk of the shares. The ownership is wel 
asserted, for there are no less than four members of the t 
banking house on the board, viz., Baron Alphonse de Rothschild, 
Baron Gustave de Rothschild, Baron Lionel de Rothschild, 
and Baron Anthony de Rothschild. The banking interest is 
represented on the board of the Northern besides by M. Hot- 
tinguer, M. Adam, banker of Boulogne, and other friends and 
nominees of the Rothschild family. Turning from the North- 
ern to the Eastern Railway, two Rothschilds are again met 
with on the directorate—namely, Baron Alphonse and Baron 
Edmond de Rothschild, and, besides them, there sit on the 
board as financial magnates, M. Dollfus-Mieg, M. Van Blaren- 
berghe and M. Werle, of Rheims. There are no Rothschilds 
among the directors of the Western Railway, but instead of 
them rule other bankers of first magnitude, M. Charles Laf- 
fitte, Viscount Duchatel, and Count de Germiny, while several 
financial notabilities of lesser note have seats on the board. 
Again, on the Southern Railway the banking interest reign 
supreme, with M. Emile Pereire as Chairman of the company, 
M. d’Eichthal as Vice-Chairman, and M. L. R. Bischoffsheim, 
M. Isaac Pereire and M. Samazeuilh, the great banker 
at Bordeaux, as directors. Perhaps the banking 1in- 
terest is least represented on the board of the Orleans Railway; 
still even here the “haute finance” is conspicuous in the 
names of M. ay ye G Chairman as well as founder of the 
company, Baron de Richemont and M. de Monicault. Finally, 
coming to the sixth and Jast of our great railway companies, 
the Lyons-Mediterranean, we find once more a Rothschild, 
Baron Gustave, also director of the Northern, sitting on the 
board. The Chairman of the Lyons-Mediterranean is M. 
Vuitry, ay ge ye of the Bank of France, and the Vice- 
Chairman M. Mallet, while among the directors are M. Baron 
Hottinguer, M. Chaperon, Mr. Blount, the American banker, 
and M,. Bartholony, founder and Chairman of the Orleans 
Company, prominent for more than a quarter of a century in 
the highest regions of the ‘‘money market.” I might extend 
the list much further, but think I have said sufficient to prove 
what I said at the beginning, that the railways of France are 
owned in great part by the “thaute finance.” 

Comments on the fact of such ownership, and speculation as 
to likely future results, would absorb too much space. I will 
only remark now that the cause that French Railway stocks 
80 very seldom come into the English market is probably to be 
— in their lying at the bottom of the safes of our French 
bankers. 





English Grand Trunk Proprietors on American Com- 
petition. 

At the recent half-yearly meeting of the Grand Trunk Rail-— 
way Company in London the chair was occupied by the Vice- 
President, Captain H. W. Tyler, Chief Railway Inspector of 
the Board of Trade. After having made a speech to the 
shareholders concerning the report aud the property, as is the 
rule at English company mectings, a sharcholder, Mr. Mc- 
Gavin, asked explanations concerning several points, one of 
which was the low rates. On this he said: 


* Then, in regard to the rates. I should like a little inform- 
ation in regard to the present rates as compared with those 
of last half-year. I think the competition of rates has been 
the destruction of this property, and I think if it is continued 
this railway and others on the continent of America will go to 
wreck, as a great deal of the traffic is carried at a dead loss, 
I do not think it is right to carry traffic at such low rates. I 
think if anything could be done for making an arrangement 
between the companies interested in carrying traffic from east 
to west it would be advisable. We should do far better to carry 
half the traffic at double the profit if the companies who are 
antagonistic will only agree to the rates. This question can’t 
have too much attention, and [ think you have a knowledge 
of it because you have got experience in America. It is not 
traffic we want, it is profit, and we shall never have it while 
goods are carried from Chicago to the sea coast at such low 
rates. We are cutting each other,s throats, and I think it isa 
most important question for the directors of the company to 
consider, and I accordingly draw their attention to it.’ 


Inreply to this Captain Tyler said : 


“As saguets the present rates, I am afraid they are not so 
as as they might be, and we cannot hope for any imme- 
jiate improvement, As regards the through rate for grain, 
wheatis at a low price in this country, the recent harvest hav- 
ing been most abundant everywhere, and very abundant in 
France, which is said to rule the prices. I am afraid we can- 
not expect any great improvement in the rates for the car- 
riage of grainin the present half year.” ° ® ® 
* As regards the rates, I omitted to mention that one of the 
first matters to which I devoted my attention when in 
America was the question of rates. I felt that it was a vital 
come with all the great railways running east and west of 
merica. I met some of the presidents ot those railways, and 
I expressed an opinion that no capital ought to be supplied 
on this side of the Atlantic for these expensés, so long as they 
were cutting each other’s throats. As long as you carry traffic 
at the same cost, or bp little above the cost of conveyance, 
you cannot have any dividends. It is a matter for them to 
arrange whether they shall ruin each other or be com- 
aratively prosperous. I expressed that view very strongly 
o them, and they have been doing a greas deal in arranging 
among themselves some scheme by which they shall be de- 
livered from competition. There is a law in New York which 
makes it criminal on the part of any director or shareholder 
of the Erie to make an arrangement as regards rates with the 
directors or shareholders of the New York Central. Well, that 
of course rather frightens these companies from combining, 
as the penalties attached to the infringement of the law are 
unlimited. But they can both combine with the Pennsylva- 
nia, and thus get out of their liabilities. The last ar- 
rangement they made is, that they have appointed commis- 
sioners who shall assess the rates at which throngh traffic shall 
be carried, and these rates are not to be altered without the 
consent of the commissioners. If they can carry out this 
scheme, I believe the best results will follow. Our own ex- 





ecutive officers and our president have been negotiating about 
our position, and I hope the result of the negotiation will be 
that we shall have more reasonable rates and better profits in 


the future.” 























460 


THE RAILROAD GAZETTE. 





[Novemser 21, 1574 








Train Accidents in October. 





Early on the morning of the 1st, on the St. Louis & South- 
eastern Railway, near Ky., three cars of a 
Saas train were thrown the track by a fallen brake 
beam. 

On the 1st, on the Hannibal & St. Joseph road near Cameron, 
Mo., a treight train ran into a rubble car, throwing the engine 
from the track. / 

On the 1si, on the Atlantic & North Carolina road near 
Goldsboro, N. C., there was a butting collision between a 
special passenger and a freight train, by which both 
engines were y demag 

the Ist, a freight train on the Texas & Pacific road was 
wrecked near Tex, 

On the afternoon of the 1st, near Hannibal Mo., on the 
Hannibal & St. Joseph, a special train running to the fair 
grounds backed into a construction train, slightly injuring two 
persons and bloc the road an hour. 

On the ey of lst an emigrant train on the Central 
Pacific road drawn by two engines was thrown from the track 
near Mirage, Nev., at a place where the roai-bed had been 
washed out by a water-spout. Both engines were wrecked and 
both enginemen killed. 

On the 2d, a freignt train on the Hannibal & St. Joseph 
road ran into a rubble car loaded with rails at Utica, Mo, 
throwing the engine an. several cars from the track and 
blocking the seven hours. This was the second accident 
from the same cause in two days on the same road, 

On the afternoon of the 2d, two miles south of Quincy, IIl., 
on the Quincy, Alton & St. Louis road, a car of hay caught fire 
and, except one bale of hay and the trucks, car and contents 
were destroyed. 

On the afternoon of the 2d, a freight train on the Erie Rail- 
way was thrown from the track in the Bergen Tunnel by a 
rock which had fallen from the roof of the tunnel. Several 
~~ were wrecked and the tunne! closed to travel nearly three 
ours. 

On the night of the 2d, on the Galveston, Harrisburg & San 
Antonio road, near Schulemburg, Tex., a construction train 
ran over some cattle, tarowing the train from the track and 
injuring badly four of the trainmen. 

On the 3d, freight train on the Chicago, Burlington & 
Quincy road ran cff the track in a deep cut at Buda, Ill, block- 
ing the road 10 hours, 

On the afternoon or the 4th, on the East Mahanoy Branch of 
the Philadelphia & Reading at Burnesville, Pa., the parallel 
rod of an engine broke, teaslog out the whole side of the cab, 
and otherwise damaging the engind. 

On the evening of the 5th, four cars of a freight train were 
thrown from the track on the Eastern Railroad, at Biddeford, 
Me., by the breaking of a switch pin asthe train was passing 
over it, 

On the morning of the 6th, on the Maine Central, near 


Dresden, Me., a long freight train broke in two and four cars | C 


of the rear section were thrown from the rails by a coupling 
which fellon the track, bloeking the road some hours. 

On the night of the 6th, on the Chicago, Danville & Vin- 
cennes road at Grant, Tll., a broken spring under a locomo- 
tive let down tue front of the engine so far that the pilot 
caught in a tie, throwing the engine and thirteen cars from 
the track and injuring the engineman and a brakeman. 

On the morning of the 8th, at Lewis’ Switch, IlJ., on the 
Cairo & St. Louis road, the mail train was thrown from the 
track by a misplaced switch. The engine upset, killing the 
fireman. The switchman ran away and has not since been 
seen, 

On the morning of the 8thacoal train on the New York 
Division of the Pennsylvania road ran into a North Pennsyl- 
vania passenge: train at the crossing of the two roads in 
Philadelphia, throwing two passenger cars into the ditch and 
injuring four persons. It is reported that the signal man 
signaled both trains to go ahead and then ordered the pas- 
senger train to stop when it was too late. 

On the afternoon of the 8th, near Stockport, N. Y., on the 
Erie Railway, there was a butting collision between two 
= — by which both engines and several cars were 
damaged, 

On the 9th an Indianapolis, Bloomington & Western switch- 
engine ran into the rear of a stock train in Indianapolis, Ind. 

On the night of the 9th, on the Dunkirk, Warren & Alle- 
gheny Valley road, at Titusville, Pa., a freight train ran over 
a misplaced switch, and into the rear of an oil train which was 
standing on the siding. The engine went off the track and up- 
re - several cars were broken up and two of the train men 
injured, 

On the morning of the 10th, on the Gulf, West Texas & Pa- 
cific road, near Cuero, Tex., a freight train ran over a cow, 
throwing the engine and one car from the track. 

On the 10th a coal train on the Delaware & Hudscn Canal 
bine mag 8 vity road at Honesdale, Pa., ran into a bull 
which had en its stand on the track and endeavored to 
fight the train. The bull was killed, but fourteen cars were 
thrown from the track and went down a bank 50 feet, and a 
brakeman was badly hurt. 

On the evening of the 10th an excursion train on the Chicago 
& Canada Southern road struck a cow near Blissfield Junction, 
Mich., and the engine left the track and upset, killing the en- 
gineman and injuring the fireman. 

Near midnight on the J1th, in the Missouri, Kansas & Texas 

dat Hannibal, Mo., a Quincy, Alton & St. Louis engine ran 
into some box cars which had been left standing on the main 
track, —— the engine. 

On the morning of the 12th, on the Lake Shore & Michigan 
Southern road at Clayton, Mich., a freight train ran into the 
rear of a construction train which was just going upon the 
siding, wrecking six cars and blocking the road some hours. 

On the 12th, on the St. Louis & Southeastern Railway at 
Henderson, Ky., an engine and five cars ran off the trestle into 
the river, killing the fireman and injuring two others. 

On the morning of the 14th, an express train on the Boston, 
Concord & Montreal road ran off the track near Woodville, 
N. H., wrecking the engine and two cars, 

On the 14th there was a butting collision between two freight 
trains on the Vermont Central road, near Middlebury, Vt., by 
which both engines and several cars were wrecked. 

Late on the night of the 14th, on the Mobile & Ohio Rail- 
road, near Dyer, Tenn., a special train having on board a bat- 
talion of the 18th United States Infantry was thrown from the 
track by the breaking of an engine truck wheel. The engine, 
four baggage and one nger car were wrecked, two soldiers 
killed and six wounded, 

On the morning of the 16th « gravel train on the New Jersey 
Midland ran into a landslide in a oe near Ogdensburg, 

the engine and throwing it from the track. 

of the 15th on the Illinois Central near Cob- 
freight train wasthrown from the track by a short 
rail 17 cars were wrecked. 

About noon on the 15th, on the Chicago, Burlington & Quin- 
cy, near Coatsbarg, Ill., three cars of as train left the 
track ata split switch, two of them turning over, injuring 
some stock and delaying the train three hours. 

On the afternoon of the 15th, on the Nashville & Decatur 
road, near Franklin, Tenn., _ cars of a freight train were 
— from the track by a broken axle, blocking the road six 

8. 


On the night of the 15th, on the Montgomery & Eufaula 


road, near Union Springs, Ala., a freight train ran into a 
broken culvert and cars were atom from the track, 
killing a brakeman. ‘ 


On the evening of the 16th, at Greensburg, Pa., on the 
Southwest Pennsylvania road, an engine backing towards the 
round house ran over a mispl switch and into a train 
which was standing on the siding, damaging several cars and 
injuring three men. 


sylvania road was coming down e towards Altoona it 
broke in two and the rear sectiou afterwards ran into the for- 
ward one just as 1t had been halted in Altoona yard, wrecking 
several cars and knocking a hole in the round house. 

On the morning of the 17th, on the New York Central & Hud- 
son River near Ilion, N. Y., an east-bound freight was thrown 
from the track by a misplaced switch, and several cars were 
wrecked, 

A minute sfterward a west-bound emigrant train came up 
on the other track and ran into the derailed cars, completing 
the wreck. 

About noon on the 17th, a freight trainon the Memphis & 
Little Rock road went through a trestle at Blackfish Bayou, 
Ark., wrecking the engine and four cars, and injuring four 
trainmen. 

Early on the morning of the 18th, an express train on the 
Marietta & Cincinnati passed over a misplaced switch at Aban- 
yon Bridge, near Loveland, O.,and the engine and tender 
went through the bridge and into the river, killing the engine- 
man and fireman, who remained at their posts. The rest of 
the train was stopped by the air brakes before reaching the 
bridge. 

On the evening ot the 18th, a passenger train on the Pitts- 
burgh, Fort Wayne & Chicago ran over a cow near Pierceton, 
Ind., and the emigrant and two passenger cars were thrown 
from the track and went down a bank 25 feet, injuring the con- 
ductor and six passengers. 

On the morning of the 19th, there was a butting collision 
between a freight and a mixed train on the European & North 
American road at Basin Mills, Me., by which both engines and 
10 cars were badly wrecked. The trains should have passed 
each other at Basin Mills, but it is said that the conductor of 
the freight misunderstood his orders and did not stop. 

On the morning of the 19th, on the Detroit Branch of the 
Lake Shore & Michigan Southern road near Deerfield, Mich., 
there was a butting collision between two construction trains, 
by which both engines and a number of cars were wrecked, 
one man killed and seven injured. There was a thick tog at 
the time. 
On the 19th a train on the Utah Northern road was thrown 
from the track at Logan, Utah, by some stones which had been 
purposely wedged in between the rails and the planks of 4 
road crossing. 

On the morning of the 20th, as a passenger train on the Bal- 
timore & Ohio was crossing from one track to the other at the 
Relay House, the tender jumped the track and turned cross- 
wise of the rails, blocking both tracks for an hour. 

On the 20th, on the Cenral Pacific road, near Pleasanton, 
al., a freight train was thrown from the track by a broken 
rail, and six cars were badly wrecked and piled up against a 
bank, blocking the rozd some hours. 

On the 20th, on the Memphis & Little Rock Railroad, the 
engine and two cars of a passenger train were thrown from 
the track near Brinkley, Ark. a fallen brake-beam on 
tbe tender, The fireman anda heaboneha were killed. 

Very early on the morning of the 21st, on the Keokuk & Des 
Moines Railroad at Comstock’s, Ia., an. east-bound freight 
train was thrown from the track by a misplaced switch and 
the whole train went down the bank and was badly wrecked. 
A brakeman was injured so badly that be died next day, and 
the engineman and fireman were also badly hurt. The switch 
is said to have been purposely misplaced. 

On the morning of the 21st, the two rear cars of a passenger 
train on the Erie road jumped the track as the train was en- 
tering the Jersey City yard. 

On the night ot the 2ist, as the first section of a north- 
bound freight train on the Vermont Central road was stopping 
to take water at Middlesex, Vt., the second section ran into its 
rear, wrecking several cars. 

On the night of the 2ist, on the Mobile & Ohio road near 
Enterprise, Miss., the two rear cars of a freight train were 
thrown from the track by a fallen brake and badly broken up. 

On the night of the 22d, on the New York Division of the 
Pennsylvania road, as a construction train was crossing the 
bridge over the Raritan at New Brunswick, N. J.,a tie fell 
from one of the cars upon the rail, throwing several cars from 
the track, One car went off the bridge and fell 50 feet into 
the river and another was stopped by the guard-rail with one 
end hanging over the river. 

On the evening of the 22d, on the Amboy Division of the 
Pennsylvania Railroad, near Maple Shade, N. J., a train was 
thrown from the track by the breaking of a car axle. 

Early on the morning of the 23d as an east-bound freight 
train on the New York Central & Hudson River was near Little 
Falls, N. Y., a stick of timber fell from a flat car upon the op- 
posite track. A few minutes afterwards a west-bound freight 
struck the stick and the engine and 10 cars left the track and 
were badly wrecked, the engine turning bottom up. The en- 
gineman and fireman were both hurt, 

Early on the morning of the 23d, a freight train on the New 
York Division of the Pennsylvania Railroad was thrown from 
the track near Bristol, Pa., wrecking several cars. 

_ On the 23d, near Union street, Chicago, an engine ames’ 
in switching ran into a preceding train and was considerably 
damaged by the collision. 

On the afternoon of the 23d, on the Pittsburgh, Cincinnati 
& St. Louis road, near Taylor’s Station, O., several cars of a 
freight train were thrown from the track by a broken axle and 
badly wrecked. 

Early on the morning of the 24th, a car of a construction 
train en the New York Division of the Pennsylvania Railroad 
ran off the track at South Elizabeth, N.J., delaying trains 
some time. 

On the morning of the 24th, on the Chicago & Northwestern 
road in Chicago, an engine which was standing on the track 
got started in some unexplained way and ran backwards 
towards the Wells-street depot. The draw of the bridge near 
Kinsey street being open the tender went into the river. 

Near noon on the 24th, there was a collision between a 
treight and a gravel train on the New York & Oswego Midland, 
near Whirling Eddy, N. ¥., by which both engines were 
wrecked, a fireman killed and three others badly hurt. 

On the 24th, on the Houston & Texas Central road near 
Hempstead, Tex., an engine went into the ditch injuring a 
track hand who was on board. 

On the 24th, on the Dunkirk, Allegheny Valley & Pitts- 
burgh road, at St. Clairsville, Pa., the pay train ran into the 
head of a treight train, damaging both engines. 

On the night of the 25th, near Upton, Ky., a stock train on 
the Louisville & Nashville road ran into the rear of a freight 
wrecking an engine and several cars. 

On the morning of the 26th, on the Utica Division of the 
Delaware, Lackawanna & Western road, a passenger train was 
awe — the track by a misplaced switch at Richfield 

prings, N. 

On the 26th, an east bound freight train on the Toledo, 
Wabash & Western road ran off the track near Neelyville, Ill., 
and the engine and two cars went into the ditch. 

On the night of the 27th, on the Missouri Pacific near 
Wyandotte, Kan., the baggage car and one coach of a mail 
train were thrown from the track by a stone which, it is said, 





oe been placed on the track for the purpose of wrecking the 
ain. 
On the 27th a train on the Stockton & Copperopolis Railroad 


On the morning of the 17th, as a freight train on the Penn- | j 


was thrown from the track near Farmingtofi, Cal., and the en- — 


gine ard several cars badly wrecked. 

On the 27th, an express train on the repre fe & Missouri 
River road was thrown from the track at Whitfield, Ia., and 
a, cars went into the ditch. The fireman was badly in- 


ur 

On the afternoon of the 27th, on the Burlington & Missouri 
River road near Chillicothe, Ia., a freight train struck a place 
where a rail had been removed for repairs and the section men 
had neglected to put out a signal. e engine and one car 
passed safely over the gap, but seven cars following went into 
the ditch. 

On the night of the 27th, on the Port Royal Railroad near 
Yemassee, 8. C., a freight train ran off the track, wrecking 
several cars. 

On the morning of the 28th, on the Chicago, Burlington & 
Qhincy at Downer’s Grove, Ill., an express train ran into the 
rear of a freight which was just going on a side track, wreck- 
ing the express engine and the way car of the frei ht. The 
morning was very foggy and the express failed to see the 
signals, 

About noon on the 28th, on the Winona & St. Peter road at 
Winona, Minn., as an engine was being backed down to the 
ae to take out a train, the fireman, who was running it, 
failed to stop it soon enough, and it ran into the train with 
such force as to break up the platforms of several cars, throw- 
ing down and injuring one man, 

On the 28th, a freight train on the Keokuk & Des Moines 
road ran into the rear of a special which was stopping at Com- 
stock’s, Ia., wrecking an engine and three cars badly. The 
conductor of the special claims that he sent back a flag, which, 
however, all the men on the freight failed to see. 

On the 28th, on the Macon & Augusta road at Camak, Ga., 
& passenger train was thrown from the track by a misplacud 
switch, injuring a brakeman. 

On the morning of the 30tb, as a construction train on the 
Low Grade Division of the Allegheny Valley was running back- 
wards near the Summit Tunnel, it ran over a cow, throwin 
nearly all the cars from the track, killing the conductor an 
badly injuring two of the trainmen. 

On the =. of the 30th, near Crawfordsville, Ind., on 
the Indianapolis, Bloomington & Western, a freight trai: was 
thrown from the track, blocking the road five hours. 

On the 30th the boiler of a switching engine in the Atlantic 
& Gulf yard at Albany, Ga., exploded, wrecking the engine. 

On the 31st, as a mixed train on the Winona & St. Peter 
road was on a grade near Utica, Minn, two couplings broke, 
leaving the train in three sections. The three sections came 
together at the foot of the grade, wrecking several cars, 

Late on the night of the 3lst, as a passenger train on the 
Virginia & Truckee road was approaching Reno, Nev., it ran 
into two flat cars which had been standing on a siding, but 
had been started in some manner and had run down upon the 
main track. Both cars and the engine were wrecked and the 
engineman and fireman were injured, 

ome time near the end of the month, as a freight engine 
was taking water at a tank near Greenbush, N. Y., on the New 
York Central & Hudson River, it was run into by the engiie 
of a construction train and badly damaged. 

The construction engine then, being reversed by the shock, 
and the engineman having jumped off, started off backwards 
with no one on board, and in that way ran as far as Castleton, 
where she was thrown from the track by a misplaced switch. 

This is a total of 81 accidents whereby 16 persons were kill d 
and 60 injured. Twelve accidents caused death, 15 others in- 
jury, but not death, while 54, or 66% per cent. of the whole, 
caused no serious injury to person. : 

These accidents may be classified as to their nature and 
causes as follows : 

COLLISIONS. 

PORE COTIMORS . 0.0002 cccivvcccccccccccccserceseeseccsceccoses 16 
Butting Collisions. ........csccsccccccccsrsccrecces sevesseces 8 
Crossing collisions 


DERAILMENTS. 
TOKIO, osc. cs cccivevccccvcince 0s sdevescetccees ceccce 
Accidental obstruction ... 
PEIN cc iaec-66 6006.06 0000000 996600000.000008 
PRPGOM OHIO occ cce cosccs cccccosccvccccccevccesece 
Broken culvert or trestle . 
Malicious obstruction..... 
Broken or defective rail........... 
Broken wheel.......... 
Broken spring........--..- 
Broken switch-pin...... 
Open draw..........+ 


Boiler xplosion bépeKnnkd ies chanted 
Broken parallel rod .... 
Car burned while running.......... 





Of the collisions two were caused by breaking in two of 
trains, two by misplaced switches and one by misunderstand- 
ing of orders. The latter is apparently the cause of several 
others, and neglect to send out proper signals is apparent in 
four or five cases. Misplaced switches are again in unpleas- 
antly large numbers. Eighteen accidents are traced directly 
to defects or failures of road or equipment, andit is altogether 
probabie that a number of the unexplained derailments re- 
sulted from bad track. Two cases where rubble cars had 
been left on the track show carelessness on the part of track- 
men, and there is one gross instance of such neglect where & 
rail was removed and no cautionary signals were put out. 
The broken bridges this month are only a wooden trestle and 
an ordinary culvert or water-way, also of wood. The number 
of rear collisions continues large, being about one-fifth of all 
the accidents. 

The number of accidents is nearly the average for the year, 
and has been exceeded in six months out of the past twelve. 
The number of killed and injured is also near the average. 
As compared with October of last year there are seven acci- 
dents less, but the number of killed is greater by five and of 
wounded by 13. 

For the year ending with October the record is as follows : 





No. of accidents. Killed. Injured. 
76 11 50 
16 43 
18 98 
25 4“ 
13 49 
3 12 
19 ° 
22 

20 “ 
- 05 

27 1 
16 es 





153 


0.51 
$8, 


Totala.......cccccceccccccccee 980 2 aaa 
The averages per day for October are 2.61 acciden 
killed and Lt inrered; for the year they are 2.69 — 
0.56 killed and 2.06 injured. The averages for the mon’ 
slightly below those for the year. 
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